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Ball’s Improved Automatic Truck. 


The engravings represent a form of truck, manufactured 
by John Terhune, of the Automatic Truck Works, at Mid- 
land Park, N. J. These trucks are used for bandling loco- 
motives and car-axles, iron beams, girders and columns, bar- 
iron, cast-iron pipe, round and square timber, stone, shot, 
shell, etc. Various forms of tongs suited for the purpose 
are used for lifting these different objects. In fig. 1 the 
truck is represented in the position it occupies when about 
to take up acar-axle. The tongs a a are pivoted at c c and 
are pressed apart by a spring s. The shaft or tongue b b has 
a handle d on its back end by which it can be turned from 
the position shown in fig. 1 to that in fig. 2. The shaft, on its 
front end, has an elliptical shaped cam e. The shape of 
this isshown by the dotted lines at e in fig. 2. Thiscam works 
between the upper ends f f of the tongs. When the handle d 
is turned into a vertical position, as shown in fig. 1, 
the major axis of the cam is vertical, or it stands up edge- 
wise, so that the spring s can throw the lower ends of tha 
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tongs apart, and then by raising up the handle and thus 
lowering the tongs, the latter are in such a position that by 
simply turning the handle d and shaft p, the cam e is 
brought into a position with its major axis horizontal, as 
shown in fig. 2, the upper ends of the tongs are thus spread 
apart and the lower ends brought together so as to grasp 
the axle or other object. At the back end of the truck is a 
forked bearing g. If now the tongs take hold of the axle 
somewhat back of its centre of gravity, the tendency will 
be, when it is raised, for the front end to tip downward. By 
bringing the handle down to the position in fig. 2, the forked 
bearing g is brought down so as to rest on the axle, and thus 
prevent the back end from raising, or the front end from 
drooping down. It is thus supported securely by the tongs 
and the forked bearing, and can be moved about anywhere 
that the truck can be rolled onits wheels. 


Axles and other objects can be picked up and laid down 
as quickly as this sentence can be read, and it is immaterial 
whether they are hot or cold. 

Two kinds of wheels are used for these trucks; one kind is 
made of iron, shown in fig. 1, and the other is Sarven’s 
patent wooden wheel, shown in fig. 2. 

A special form of truck is also made for handling car- 
axles with the wheels on them. 

It is claimed that in jhandling axles, etc., a great deal of 
labor is saved by the use of these trucks, and that one man 
can move lcads of 800 to 1,000 Ibs. with them with ease 
and rapidity. They are used in some of the largest estab- 
lishments in the country, including the Baldwin Locomotive 
Works in Philadelphia. 
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The Mann Boudoir Cars. 

Some of these cars have recently been placed on the line 
between New York and Boston. They are constructed with 
compartments and beds running cross-wise to the car and 
with a passage way on one side. Some of the compart- 
ments have two beds on om side, one above the other, and 
others have four beds, fvo on each side. In some cases 
there is a partition in the middle of the four-bed compart- 
ments, with a door, so that the two parts can be made to 
communicate with each other, or the one shut off from the 
other. 

The merits and advantages are set forth as follows in a 
pamphlet published by the Mann Boudoir Car Company : 


As already suggested, the cardinal merits of this system 
of cars are : 


The division into compartments, or boudoirs, thus secur- | bed 
ing for travelers that privecy which, from the vi pature 
ofa sleeping car, isinestimably desirable, and the a ce of 


which 1s so conspicuous in the ordinary palace car. 

The placing of beds across the car, instead of lengthwise. 

The elements which render them essentially “ through 
cars”—i. e., while they are the most perfect and comforta- 
ble of sleepers, they are ee re into pleasant, 
luxurious, coave tt and beautiful day parlor cars, all indi- 
cations of sleeping arrangements disappearing. Without 
even discussing the meritsof the ordinary sleeping-cars as 
night cars, no one whohas made long journeys in them will 
deny that, with their narrow seats, low backs. hard, narrow 
arm-rests, low windows, heavy, yep | beds, absence 
of hand-baggage racks, etc., etc., they are the: jest,uncom- 


fortable day-cars that the ingenuity of man directed to pro- 
ducing means of discomfort and torture could devise. 

The perfect ventilation, without dust or air draughts, ac- 
complished to adegree beyond criticism, by a system of 
which the company are the exclusive owners. 

The substantial Lanning of danger in case of accidents or 


fire. : 

In short, the cars are the embodiment of comfort and ele- 
gance. A more detailed examination will disclose the 
methods by which these various features are all combined 
in the boudoir car. 

The cars are 64 ft. long, and in construction differ radi- 
cally from the American cars. The trucks upon which they 
rest are of a special pattern, each having six 42-in. paper 
wheels, with Krupp’s crucible steel tires. Steel and the best 


¢ wrought iron are used throughout, in place of common iron 


and castio: roducing greater with less weight. 

The paren. dpe the cars is altogether novel. At either end 
is a vestibule entered from the platform, from which open 
respectively ladies’ and gentlemen’s dressing-rooms and 
closets. he lavatories are supplied with every toilet 
appliance. The wash-tables are nickeled metal, which 
admits of the bowls being more than a half. arger than in 
the marble tables ordinarily used. The bowls are emptied 
by a patent waste, avoiding the inconvenient plug and 
chain. The luxury of a large bowl, a private room and an 
abundant supply of both cold and hot water, insuring a 
comfortable toilet on a cold morning, will be appreciated 
by railway travelers. The closets are in reality water- 
closets, thus avoiding the disagreeable odors incideut to the 
system im use in country. 

pipe oe es | the vestibules and shut off from them by doors 
is a commodious corridor ruoning along the side of the car. 

Opening off this hallway by doors are several 
ments or boudoirs. Some of these 
two, and some for four persons. B: 
ments are simply pretty cabins, wi arched ceilings, 
large plate-glass windows and either one or two luxurious 
sofas, with high, soft backs, affording an easy head-rest ; 


compart- 

rooms are arranged for 
of these compart- 
bigh, 














movable sofa cushions of proper size and form serve as arm- 

rects. These sofas are athwart the car, and under them and 

ootied their inclined backs are carried the mattresses and 
ng. 

Thus the chief weight is near the floor, a feature which all 
who bave practical know 
recognize as eminently 
heavy palace-car bed, bin; up near the roof, rendering 
the car unstable and top-heavy, and shutting off half the 
window space, is entirely dispensed with. Along the wall 
of the car, over the windows, is placed a commodious rack 
ty hold hand-baggage, and on the other side is a neat hat, 
umbrella and cane rack. Thus all these articles. which in 
the ordinary sleeping-car serve to encu:nber the floor, seats 
and, beds, can be conveniently stowed out of the way and 
safe against loss or injury. At night the backs of the sofas. 
hinged at their tops to the cross partitions which completely 
separate the rooms, are swung out and up toa horizontal 

ition, where, automatically fastening themselves, they 
‘orm the upper beds, the sofa-seats becoming the lower 


8. ’ 
With the addition of bedding, two wide beds are made up 
from each sofa—one lower and one upper. 

The beds are longer than those of the palace car, and the 
bead is made up to tbe corridor partition, bringing the vital 
parts of the body near the middle of the car—a far safer 
position than along the side of the windows. 

In beds so arranged across the car, the sleeper avoids the 
rolling motion experienced in beds placed longitudinally. 
while the head is removed from the noise incident to close 
contact with the car wheels. 

This is a consideration more grave than would at first 
appear. It is plain that, in order that sleep should be sound 
and restful, the body must be as quiet as possible, and the 
In beds placed length- 


muscles relieved from all tension. 


) 


wise of a cir it is impossible to attain this condition of per- 
fect rest. When in mution, all cars, however well cunstruct- 
ed, are supject to more or less lateral oscillation, and this is 


| poate enemenee’ by the ponderous monitor roof, heavy 
upper 


s and other great weights high up from the rails, 
the effect of which, where the beds are arranged lengthwise, 
is a constant tendency to roll from side to side, to prevent 
which the muscles of the back and limbs are at all times 
more or less active and at work, though the slee per be un- 
conscious of the fact. From this results that tired feeling 
usually experienced after a night in the palace car. 
eo i curves this disposition to roll is greatly aggra- 
va! 

It is also important to note in this connection that there 
exists no more fruitful source of colds, rheumatism, etc., in 
traveling than the practice in this councry of sleeping along 
the car wall next to the windows, which in cool weather un- 
avoidably admit more or less cold air, thus causing an in- 
equality of temperature in the body; the side toward the 
windows is always chilly, while the other is warm. To 
sustain this theory it is only necessary to appeal to the uni- 
versal experience of travelers. 

The ventilation of the boud ir cars atv a novel system, 
without the dangerous air draughts and smothering dust 
from the windows in the clear-story roofs of American cars. 
This latter roof, which is a great top-weight and an element 
of weakness in construction, is supe by a simple bigh 
dome, or Norman arch, constructed with lhght, strong, 
bentwood rafters or carlins, ceiled inside and out, giving a 
stronger roof than the monitor form with less tban half the 
— To effect the perfect ventilation which is one of 
the leading merits of the boudoir car, abundant air is taken 
in by large funnels located on the roof, and thence carried 
downward and forced through an ingenious filter, freeing it 
of all dust and cinders, after which it is discharged into the 
heater closet. In winter the fresh aud purified air is thus 
heated, while in summer this heater closet and a portion of 
the filter-chest are converted into a huge refri; with 
ice. From this closet the air passes with considerable force 
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of current along a flue inclcsing the beater pipes, down 
the entire length of the corridor, and is discharged into the 
latter through registers opposite the dcor of each compart- 
ment, which doors being provided with slats or louvres, ad- 
mit the fresh heated (in winter) or cooled (in summer) air in 
great quantities to the compartments. 

In summer this process of refrigeration effects a lowering 
of the temperature of the air from 12° to 20° below that of 
the exterior atmosphere. This item of comfort canrot fail 
of appreciation. 

To complete the ventilating process, in each compartment 
are three exhausting ventilators, which, while they cannot 
admit air from without, constantly draw off the air from 
within. By this means all the air in the car is changed 
every five minutes, absolutely without draughts-or dust. 
The importance of good ventilation in cars cannot be over- 
estimated... “3 : 

It shculd be mentioned that off the ladies’ vestibule is a 
two-place, boudoir always: reserved for ladies traveling 
alcne.. In this ladies’ boudoira young girl might journey 
across the continent without escort with perfect propriety, 
and with the assurance of as complete seclusion as she might 
desire. - 

Connecting with the geutleman’s vestibule are a smoking- 
room and buffet. From the buffet passengers can be sup- 
pled with a good, substantial breakfast, a light lunch, 
wines, beer, pure milk, tea, coffee, hot and cold drinks, etc. 
This system of buffet has always teen a feature of the Mann 
boudoir cars in Europe, and, from its excellent management 
and the good quality of its supplies, has been most popular 
with travelers. 

In each compartment are electric-bell communications to 
call the porter. 

A handsome book-case in each car contains a carefully- 
selected library of. one bundred volumes of light, current 
literature, in addition to the leading montblies and illus- 
trated weeklies. 

‘The finest Wilton carpets, made into rugs between: the 
sofas in the rooms and into a single runner in the corridor, 
are so laid that they may be quickly and easily removed 
daily for thorough cleanliness. " 

In speaking of cleanlivess—really a most vital point ina 
sleeping-car—attention must be given to the construction of 
the sofas, from which the beds are formed. Both the backs 
and seats are so hinged, that, without removing a screw, 
and with the facility that a chair could be moved, they may 
be taken off and out of the car, the bedding from the boxes 
removed, the window curtaivs readily detached, and, with 
the loose rugs, ina moment of time the entire rcom is dis- 
mantled, cleared to the bare walls and floor, without a 
erack, crevice, or even deep molding, to screen dust or 
vermin. The car can, it will be seen, be cleaned with a 
facility and completeness impossible in a palace-car, where 
the om beds, with abundant bidden recesses, are fixed, 
and the carpets are difficult to remove. 

in this connection it may be noted that the weight of the 
sofa back and bottom is less than the pair of seats alone in a 
section of the palace-car, and the entire weight of the pon- 
derous upper bed against the roof of the palace car is saved 
in the boudoir system. 

Without considering at greater length these numerous com- 
mendable points, the immense superivrity of the boudoir 
car would be sustained alone by its provision for that very 
desirable privacy of one’s home or hotel attained by the di- 
vision into rooms fully separated by partition from floor to 
ceiling. Every traveler bas observed the unavoidable ex- 
posure and exceeding inconvenience of dressing or undress- 
ing ina palace car, where it is necessary—to accomplish 
this with even balf immunity from the staring eyes of a 
score or more of strangers—to crawl in upon the bed and 
complete one’s robing or disrobing as best may be done be- 
bind the curtains, which, as all well know, form but an int- 
perfect screen. So objectionable, in fact, has this always 
been, that many ladies of refined and sensitive tastes utter 
refuse to travel in tbe ordinary sleeping-car. Again, there 
is great annoyance at night by conductors, trainmen and 
way passengers passing to and fro between the long lines of 
curtains, . 

All of the above is avoided by the fully partitioned cor- 
ridor of the boudoir cars. ae 

The company feel confident that the system of interior 
decoration adopted by these cars has resulted in. something 
far more tasty, rich and beautiful than ever produced 
bitherto in an American car. The entire-interior is finished 
in a framing of smaranth wood, embossed,. illuminated 
leather paneling, and upbolstering of French tapestry. : 

The series of interior partitiéns necessarily and ‘ obviously 
strengthen the cars against crushingin case of accident ; and, 
in case of fire would greatly retard its sweep througifthe 
car, which has so often been the cause of fearful loss of -life. 
Furthermore, the greater safety of these cars in event of 
accident will be readily perceived when attention is directed 
to the fact that, should a car be thrown.from the track 
headlong down an embankment, the occupants could not be 
dashed, as in the open cars, from one end of the car to the 
other, with the almost certain result of death. The division 
into compartments, the walls of which are padded with an 
inch of hair bebind the leather paneling, limits the extreme 
distance through which one could be. thrown to a few feet, 
and provides a soft contact. There are no cornérs,-ends, 
projections, sharp edges, dangerous hooks or points in the 
car. All moldings are smooth, open, O-G in shape, and 
where wood is exposed it isin smooth, rounded form. In 
cases of accidents, overturning of cars, etc., the prominent 
seat-arms and sharp corners of partitions and moldings, in 
the ordinary car, cause most of the bruises and injuries to 
passengers. The dome form of roof, without glass, from 
which many injuries come, is also a great addition to safety 
in the boudoir car. A novel feature in the construction of 
the Mann boudoir is the complete enveloping of the walls 
and roof, under the outer sheathing, with a covering of 





paper nearly hali an inch thick. This has two 
important effects: It prevents any heating of 
the interior of the car by action of.a -sum- 


mer sun on the roof and walls—the paper is a very. per- 
fect non conductor of beat ; in winter the cars are kept 
warmer for the same reason. Again, paper is a non-con- 
ductor of sound, and these cars are practically noiseless. 
To further insure this, the wall-space and the space between 
the several! floors is filled with ground cork. 

The dead weight of these cars per passenger carried is 
fully 15 per cent. less than that of the palace cars. This the 
company deem a vast recommendation to railway mana- 
gers. : 

A special feature of the business contemplated by Mann’s 
Boudoir Car Co. is that of supplying private cars under 
charter, like yachts, for by Teed short periods, to private 
persons or parties, to enable them to make journeys or tours 
with the Comfort and luxury of railway princes who have 
their official cars. To thisend several magnificent boudoir 
cars, on more or less different plans, to suit the wants of 
different charterers, are being constructed. The *‘ Adelina 
Patti” isanexample. This car has been secured by Col. 
Mapleson for the especial use of Madame Pattiin her grand 
tour of 60 different cities, and willrun in the special train of 
Mann boudoir sleeping-cars, chartered for the use of the 
Royal Italian Opera Company. 

‘These private cars are fitted with luxuries never before 
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contemplated in railway vehicles ; among other comforts 
are bath-tubs with hot and cold water. 

From and after March, 1884, these cars may be had on 
hire for any desired period, and to start from any point on 
the railway system of this continent, on application to the 
company, whose office is in the Smith Building, Cortlandt 
street, New York. 








George Francis Train’s Reminiscences of the Union 
Pacific. 

George Francis Train’s speeches used to be seen almost 
daily, but now he has retired from the world to a bench in 
Madison’square, New York, where every fine day his white 
head may be seen rising above a newspaper and usually sur- 
rounded by numbers of little children, with whom he is 
on excellent terms, while he usually refuses to speak to any 
adult male being. He has recently, however, come before 
the world again in a‘letter addressed to the Omaha Bee on 
the anniversary of the beginning of work on the Union Pa- 
cific, from which we take the following : 


Yes, the whole programme was made over my table at 
156 Madison ave.! Octcber, 1863, Dix was elected president! 
Cisco, treasurer, with 30 directors! These thirty formed 
an executive committee of seven! These seven appcinted a 
contracting committee of three! [Dix, Bushnell and Durant. } 
This trinity made a contract with one [Hoxie!] From Octo- 
ber 29, 1863, to May 25, 1869, Durant was vice-president 
{and everything else!). 

Durant? He is now iw Adirondacks on his five-hundred- 
thousand acre forest! A bundred-million iron mine specu- 
lation when be finishes bis road ‘to Ogdenshurg ! I, have 
$100,000 there, or rather my children have ! My personal 
fortune concentrates in a peanut ! 

Fraud? No! There never was so honest a transaction! As 
I made nearly every brick in the building, I ought to know 
if they were made of straw! The fact is the shrewdest 
capitalists bad no faith in the specilation! Ask Macy ? 
Guion? Ben Halliday? McCormick? and the American 
capitelists if it was not my psychology that magnetized those 
who invested their stamps? Moses Taylor, the twenty mil- 
lionaire, had no confidence ! Ask Stokes and Thorn! if 1 did 
not ¢ffer him presidency day before election, if he would 
take $100,000? Ask A. A. Low if he, too, did not refuse 
my offer? Ask Stokes (Phelps, Dodge & Co.) if he did not 
decline $50,000 of this wonderful bonanza? and Chittenden 
and Jay Cooke? Ask any of the long list of names who 
declined effair as ‘‘crazy speculation” to attempt, with so 
ery subsidy, such mammoth enterprise! Nobody had 

aith |! 

To show how little faith one of the shrewdest men in New 
York, my father-in-law, George T. M. Davis, had in the 
Credit: Mobilier, he sold my stock, much to my disgust, and 
his wheu:bhe saw the dividends (us trustee), for 80 cents 
on the dollar! This settles the swindle idea. Nobody had 
faith inthe Union Pacific as a safe speculation (or my 
father-in-law would not bave sold what I knew was so valu- 
able at 20 per cent. discount, aclear loss of $200,000.) 
This was where psycbo-vision was ahead of Wall street. 
But unless;the Union Pacific pay me my million commis- 
sions, the roadsome day will be in receiver’s charge. When 
I want stamps for peanut picnics with these little people on 
Madison square | may make Rome bowl. 

Iam willing to divide honors! Durant could not have 
built it without me, nor I without Durant! Nor either of 
us without Brooks in Congress! Nor Ames among banks ! 
Casement with his ten miles day track-laying! Or, more 
important, the army of Irish laborers at one end and China- 
men at otber! (Aiter such work, why should Chinese go ? 
They did more tban all the Kearneys! all the anti-Chinese 
connections combined to iron continent and save Pacific 
States to the Unior.) Each played his part! No. New 
York will please stand aside! Bcston raised the first money! 
After thesvheels were oiled, New York, at usurlous rates, 
kept up.oil supply! In 1863 I saved company’s notes from 
protest. by loaning Union Pacific $50,000! (See my check 
on city bank.):~Yes. Durant was as much indebted to 
Amésas Ames to Durant in building road! One of his tele- 
grams read, alludivg to cash drafts on Boston to pay labor, 
** Durant draws like.a jackass !” 

Nat Thayer was too disgusted, because I turned him and 
Michigan Ventral Brooks out of directory, to speak to me. 
John Elliott Thayer was the man who suggested that my 
share in firm of Enoch, Train & Co., in 1852, should not be 
less than $15,000 ! He was the only man that demoralized 
me.on custom-house matters. I smuggled bis silver. banquet 
service ashore in the Ocean Monarch; but I did not know 
apy better then! 4 

Garfield’s memory is at fault. I never mentioned Credit 
Mobiltier to hint? had no oc@asion for his service in Congress. 
Could net in any. way use Bis legislative influence! He con- 
nects another transaction that took place in 1865, three 
years before Ames*memorandum book. My conversation 
was on Credit Foncier, angther financial institution of which 
I was and am president; and: William P. Furniss, Augustus 
Kountze; Oakes Ames, William H. Macy and Charles 
McAlister, directors, to develop lands along Pacific Railway. 
Wishing :eading men of nation in enterprise, I offered Gar- 
field thousand dollar.sharé at par, which he declined because 
he bad no means to buy»if, and did not wish to have his 
name down unless he could pay when called upon. This 
shows that. he evidently committed himself by mistaking 
Credit Foncier for Credit Mobilier. 

Yes! - It killed poor Brooks, who was scholar as well as 
gentleman! The old school Whig became young school 
Democrat, and vas credit to the partys. Iam-glad to wipe 
off the stain of Credit Mobilier affair by saying that he came 
into it as capitalist, not as lobbyist or bribist, and that I could 
not have beat the dishonest Thad. Stevens’ strikers without 
him! The bill, asI said, was saved by forty-four unpaid 
Democrats under my lead to victory! I can give you names 
if you wantthem. They alldined with me at my twenty- 
plate banquet at Willard’s! .The two hardest men I had to 
tight were Holman (Dana’s letter-pad candidate) and Wash- 
burp. Yes! this was time referred to when beat Bel- 
mont, and made him postpone Chicago Convention 1864 
from July 4 to August 29. Some day I will show how 
Rothscbild put up McClellan to elect Lincoln! as Seymour 
was launched to elect Grant! Greeley to re-elect him! and 
Tilden to count in Hayes! as Hancock was put up to elect 
Garfield. All Democrats expect. (like Harriman; when 
Rowell and Ennis coached him) to get share of syndicate 
gate money. 








Southern Railway & Steamship Association. 


Pursuant to call recently issued the Executive Committee 
met at the office of the Association in Atlanta, Ga., at 3p. 
m. on Dec. 6, and was called to order by the Chairman. 
The following members were present: Henry Fink, A. L. 
Rives, M. H. Smith, R. A. Anderson. J. W. Thomas, W. G. 
Raoul, Jobn B. Peck and B. D. Hasell. : 
Absent—John Scott, Hon. R. R. Bridgers and H. 8. 





Haines, 
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The following gentlemen, connected with various roads, 
were also present: Thomas H. Carter, Sol Haas, J. H. 
Drake, G. 8. Barnum, L. 8S. Brown, J. R. Ogden, J. J. Grif- 
fin, T. S. Davant, A. J. Orme, 8. B. Pickens, J. 8. Davant, 
J. W. Green, E. R. Dorsey, Theo. Welch and E. Peck. 

The Chairman explained the cause of the call for tbis 
meeting. The reading of ca}l was dispensed with. 

The Chairman also read following telegram stating addi- 
tional subject to be acted on: 

‘*Mr. Fink telegraphs he proposes to call up. for discus- 
sion at Executive Committee meeting, on 6th instant, the ~ 
revision of rates from Eastern cities to Atlanta. Please 
take notice accordingly.” . 

The afternoon (until 6 o’clock) was spent in discussion of 
the resolutions passed by board of directors Central Raul- 
road of Georgia, withoutany result being reached, when— 

Mr. Smith moved that the Committee adjourn until 7:30 
p. m., and suggested that in the meantime Messrs. Fink 
and Raoul be requested to endeavor to reach an amicable 
adjustment by agreement. 

Motion seconded by Mr. Peck and carried. 


EVENING SESSION, 


The Committee reassembled at 7:30 p.m. All present as 
per record of after.oon session. 

Mr. Fink stated that he and Mr. Raoul had not been able 
to agree, 

Mr. Peck urged that the Committee should decide as to 
the charge against the East Tennessee, Virginia & Georgia 
Railroad, and failing to agree, the matter, as to past trans- 
actions, should go to arbitration. 

The following resolutien offered by Mr. Fink, and s¢cc- 
ondei by Mr. Rives, was, after considerable discussion, 
adopted unanimously, it being understood that the General 
Commissioner should obtain assent of all members of the 
Association to the continuance of agreement. 

** Resolved, That the question as to whether the cotton ship- 
ments, referred to in the resolutions of the board of directors 
of the Central Railroad of Georgia, shall be pooled (includ- 
ing allihbat may be carried, under same conditiors, up to 
March 1,.1€84), be referred to arbitration by Messrs. Jobn 
Screven, Thomas H. Carter and E. K. Sibley, and that the 
present contract and officers of the Association be continued 
until March 1, 1884.” 

(The reference in resolutions of board of directors of Cen- 
tral Railroad of G-orgia reads as follows : 

*It has come to the knowledge of the board that the East 
Tennessee, Virginia & Georgia Railroad has, since the first 
day of September, 1883, shipped from Atlanta and Macon 
a large number ot bales of cotton which they have failed to 
report to the clearing-house of said Southern Railway & 
Steamship Association, and which they still refuse to report, 
so that said road may be properly assessed and be made 
lisble for balances due to otber members of the Association, 
in accordance with the existing contract, and the contract 
now submitted for 1884. and to which said road is a 
party.”] 

Mr. Rives explained as to the Athens matter, that the 
contract of the Richmond & Danville Co. with the city of 
Athens was made while the company was not a member of 
the Association; the company held that the agreement had 
not been violated, the contract having thus been made while 
the company was not a member of the Association, and 
before the Athens business was pooled. This explanation 
was accepted. 

The following, offered by Mr. Rives, and seconded by Mr. 
Fink, was adopted: 

‘* Having reason to believe that rebates or drawbacks of 
80 or 90 cents per bale on compressed cotton via Atlantic 
ports from pooled points by some means are being paid, it 
is moved, in accordance with Art. 17 of the Agreement of 
the Southern Railway & Steamship Association, that the 
General Commissioner be instructed to examine the books 
of the railroads and steamships workirg to and via these 
ports, and investigate all the facts of the case, and report 
the result to each member of the Executive Committee.” 

Tbe following, offered by Mr. Fink, was adopted : 

‘* Whereas, 1t is alleged that the present souih bound rates 
from Northern cities discriminate unjustly against certain 
communities ; be it” 

‘* Resolved, That the Rate Committce be requested to in- 
vestigate all the facts, and to report to the Executive Com- 
mittee what changes, if any, should be made in tbe specific 
differences established at the New York meeting ot the Rate 
Committee of Aug. 10, 1882.” 

The next question being Memphis rates, Mr. Fink stated 
that matters had been :ettled by an agreement between the 
parties interested. 

The papers:in reference to a Weighing Association, re- 
ferred from the Rate Committee, were read by the Secre- 
tary; but no action was taken, the subject being passed for 
the present. 

Mr. Peck called attention to the fact that the late fires at 
Charleston had developed, by means of claims paid, the fact 
that from nearly all points cotton was chipped at an averege 
of about 80 pounds per bale less than actual weights, and 
suggested strict enforcement of rule made by Rate Com- 
mittee, of charging at rate of 500 pounds per bale in all 
cases where satisfactory evider ce of correct weights is not 
given. 

The issuing of rates without notice to the office of General 
Commissioner being referred to, it was urderstood as the 
sense of the Executive Committee that all lines should 
promptly notify the General Commissioner of all changes 
in rates or arbitraries. 

The question of the Mon‘gomery and Selma cotton pool 
was discussed between the gentlemen interested (Messrs. 
Fink, Raoul and Smith), and several propositions made, 
resulting in the understanding that the General Commis- 
sioner should correspond with Mr. John Scctt, General 
Manager Alabama Great Scu:bern Railroad, who is inter- 
ested in the Selma business, asking bim to join them in 
agreeing upon divisions; and failing to agree, to submit the 
matter to arbitration under the rules of the Association. 

On motion of Mr. Raoul, the Committee adjourned, 
subject to the call of the Chairman. 


In accordance with the action taken by the Executive 
Committee, General Commissioner Powers issues the follow- 
ing circular to members of the Association: 

** In accordance with the above, notice is hereby given of 
reference of said question to arbitration, and 20 days is 
allowed parties interested to forward arguments to this 
ottice, after which 5 days is allowed in which to forward 
arguments to the opposite parties, when 10 days more is 
allowed them in which to forward to this office their 
amended arguments, after which the arbitrators will meet 
and must make a decision within 20 days. 

“‘Tf no objection is made by the arbitrators, they will 
meet at this cffice to act on the case, on Tuesday, Jan. 15, 
1884 

‘* Please note also that by the foregoing resolution of the 
Executive Committee the present agreement of the Associa- 
tion is continued in force until March 1, 1884, This action 
needs to be assented to by each member of the Association. 
You will, therefore, please return one copy of this letter 
with your indorsement of assent or dissent.” 
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Transportation in Congress. 





In the Senate on the 7th: < 

Mr. Groome, of Maryland, introduced a bill providing for 
the construction of the Maryland & Delaware free ship 
canal as a means of military and naval defense and for com- 
mercial purposes. The bill proposes a canal to connect the 
waters of the Chesapeake and Delaware bays. to be 100 ft. 
wide at bottom, 26 ft. below mean low water and 178 ft. at 
low water level, with locks 600 by 60 ft. in the chamber and 
sufficiently deep to allow the passage of vessels drawing 23 
ft. of water. The Secretary of War is authorized to make 
the necessary surveys and to negotiate with the owners of 
property along the course of the canal, and if satisfactory 
terms cannot be reached then to condemn the land. One 
million dollars is appropriated for the purposes of the bill. 

In the Senate on the 1Oth: 

Mr. Manderson, of Nebraska, presented a memorial from 
the Legislature of Nebraska asking Congress to make a - +- 
settlement of titles held under United States patents by 
citizens of that state and now disputed by parties holding 
title under the St. Joseph & Denver City Railroad Co. 

The standing committees of the Senate were announced. 
Those having relation to railroad and transportation inter- 
ests are as follows: 

Railroads.—Messrs. Sawyer, Hawley, Sewell, Sabin, 
Biedeheraey. Cullom, Lamar, Williams, Jonas, Brown, 

enna. 

Transportation Routes to the Seaboard.—Messrs. Aldrich, 
Cameron of Pennsylvania, Mandersov, Palmer, Farley, 
Slater, Gibson. 

Improvement of the Mississippi River.—Messrs. Van Wyck, 
Mitchel!, Cullom, Pike, Jonas, Cockrell, Jackson. 

Post-effices and Post roads.—Messrs. Hill, Sawyer, 
Mahone, Palmer, Wilson, Maxey, Saulsbury, Groome, ~ 
Jackson. | 

Patents.—Messrs. Platt, Hoar, Mitchell, Lapham, Coke, 

Call, Camden. 

In the House on the 10th : 

Mr. Dunn, of Arkansas, offered a joint resolution declar- 
ing forfeited lands granted to the following railroad compa- 
nies, and to states in aid of such companies: Gulf & Sbip 
Island; Alabama & Florida; Coosa & Tennessee; Mobile & 
Girard; Coosa & Chattanooga; Alabama & Chattanooga; 
Pensacola & Georgia; North Louisiana & Texas; New Ur- 
leans, Baton Rouge & Vicksburg; St. Lou's & Iron Moun- 
tain; Houghton & Ontonagon; North Wisconsin; Wisconsin 
Central; St. Paul & Pacific (St. Vincent Extension and 
Brainerd Branch); Hastings & Dakota; Oregon Central, | 
and Texas Pacific (Federal land grant in the territories and 
California.) ~ -k- § 

The same member introduced a bill to compel the pay- 
ment by the Kansas Pacific Railroad Co. of the cost of sur- | 
veying, selecting and conveying certain lands granted to it, ry 
and to create a sinking fund for the Kansas Pacitic, Sioux Fs 
City & Pacific ahd the Central Branch of the Union Pacific. RMS 
Also a resolution calling on the Secretary of the Interior for : 
information in regard to the attempted assignment and x 
transfer of the lands granted to the Texas Pacific, to the . 
Southern Pacific Railroad Co. of New Mexico, the Southern 5 
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Pacific of Arizona and the Los Angeles & San Diego of Cal- 
ifornia. 

Mr. Vess, of Missouri, has introduced in the Senate the 
following: Sill authorizing the consuruction of a bridge | 
over the Mississippi River at St. Louis, Mo., which was 
read twice by its title and ordered to lie on the table, to be 
referred to the Committee on Commerce. a 

Also biil to authorize the construction of bridges across 
the Missouri River between its mouth and the mouth of the 7 
Dakota or James River, and across the Mississippi River ra) 
between the port of St. Paul, in the state of Minnesota, SH Sing. 
and the port of Natchez, in the state of Mississippi, and 
across the Illinois River between its mouth and Peoria, in 
the state of Illinois, and to prescribe the character, location 
and dimensions of the same, Referred to the Committee on 
Commerce. 
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The Bismarck Bridge of the Northern Pacific 
ailroad. 
1. 

{CONTINUED FROM PAGE 803.] —t- 
The approach spans are deck trusses of the fish-bellied or 
inverted bow-string pattern, as shown in fig. 5, published 3 | 
last week, this form being adopted to keep away from the 6 
slope of the embankment. They are entirely of wrought- ie. 
iron, except the pins, which are of steel, and the wall plates, Fx, 
which are of cast-iron. Each span contains 88,954 pounds 
of wrought-iron, 2,825 pounds of steel, and 5,686 pounds of 
cast-iron, the total weight being 97,515 pounds. 

Each of the three main channel spaus measures 400 ft. from 
centre tocentre of end pins divided into 16 panels of 25 ft. 
each. One of these spans is represented in detail by figs.19 and 
20. The trusses are of the double system Pratt or Whipple 
type, are 50 ft. deep fromcentre to centre of chords, and 
spaced 22 ft. apart between centres. The pedestals, the end 
posts, top chords, the ten centre panels of the bottom chord, 
and ali the pins and expansion rollers are of steel. All other 
parts are of wrought iron, except the filling rings, wall 
plates, and ornamental work, which are of cast iron. 

Each span contains 600,950 pounds of wrought iron, 348,- 
797 pounds of steel, and 25,777 pounds of cast iron, the 
total weight of each span being 975,524 pounds. 

The steel was manufactured in an open-hearth furnace 
and under the most rigid inspection. It is of such character 
that small sample bars were bent double and flattened back 
on themselves without any crack on the outside; one of the 
full-sized bars intended for the bridge, when tested to 
a was stretched 4 ft. in 25 before fracture took 
place. The long sons are proportioned to carry two 75- 
ton locomotives followed by a train of 30-ft. cars, each 
loaded with 20 tons. With this assumed moving load the 
strains on the different parts of the structure are about 10 
to 20 per cent. less per square inch than the limits which 
good practice bas sanctioned in many other bridges. 

The manufacture of the steel cage a source of serious 
delay, as the parties who originally undertook to furnish it 
wholly failed in doing so. Had the superstructure been 
promptly manufactured the bridge could have been opened 
at least two months earlier than it was. The floor is placed 
above the bottom chord, the floor beams being riveted to 
the vertical posts, thus increasing the vertical stiffpess of 
the structure and reducing the apparent height to about 45 
ft. The main and counter ties, which are more than 70 ft. 
long, are made in two lengths and coupled on a pin which 
passes through the centre of each vertical post, this arrange- 
ment at once sustaining the tie from ¢eflection and holding the 
post against flexure at the centre. The end posts are stiffened 
by a strut connecting them at the centre with the stiff centre 
of the first vertical post. The vertical posts are connected 
transversely at the centre by struts which ure attached to 
the central pins by small —. which pass through the ends 
of the strut and through the main pins and serve also for 
the connection of a set of transverse diagonal rods reaching 
to the top lateral system; each pair of vertical pcsts is thus 
united into a stiff bent with a perfect system of bracing 
from the centre up, and a base made by the floor 
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| 
beam connection. The end posts are made proportionately | 


stiff by a wrought iron portal above the centre, the sides of | 
which are extended down the sides of the 

The floor is formed of oak timbers 9 in. square and 15 ft. | 
long, spaced only 6 in. apart in the clear. On this are laid | 
the steel rails of the track, inside of which are placed angle | 
irons iron, bolted to every tie in a manner which is believed 
to make the floor perfectly safe from accidents due to derail- | 
ment. 

The extreme height from the bottom of the deepest foun- 
dation to the top chord of the bridge is 170 feet. Every 
precaution has been taken to provide for the special strains | 
due to the violent gales which at times prevail in the | 
Missouri valley. 


ERECTION OF THE SUPERSTRUCTURE. 


The east approach span was erected in April and the west | 
approach span in May. 

The erection of the long spans was postponed until after 
the summer flood. Hach span was subdivided into three 
spans of about 120 ft. each by two timber piers, which sup- | 


| 
| 
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Local Inspectors—B. A. Sawyer, Inspector of stone at 
quarries; Robert Ross, Inspector of masonry. 

The contractors for the work were as follows: 

Sub-structure—Saulpaugh & Co., general contractors for 
sub-structure. Rust & Coolidge, sub-contractors for pneu- 
matic work. 

Superstructure—Detroit Bridge & Iron Works. 

Grading approaches—Bellows, Fogarty & Co. 

Timber trestle—Winston Brothers. 

Rip-rap stone—C. W. Thompson. 


THE SCRAP HEAP. 


Locomotive Building. 
The Rogers Locomotive Works in Paterson, N. J., last 


| week discharged 200 men, in addition to those who were 


laid off two weeks before. The Cooke Works and the 
Grant Works have not discharged any additional men. 

The Baltimore & Ohio Railroad shops at Mount Clare, 
Baltimore, have recently completed two new consolidation 
engines with 20 by 24 in. cylinders and 50 in. drivers, and 
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Pa., have taken a contract to builda bridge over the Hudson 
| River, near the upper part of the Highlands, for the pro- 
posed Highland Junction road. 

| lron Notes. 


The rail department of the Pittsburgh Bessemer Steel 
| Works, at Homestead, near Pittsburgh, shut down Dec. 7. 
| It is said that the Edgar Thomson Steel Works, near 
| Pittsburgh, will shut down shortly, unless the workmen will 
| agree to some reduction in wages. 
| Furnace No. 1 of the Sheridan Iron Works, at Sheridan, 
Pa., has gone into blast, after being thoroughly overhauled 
| and repaired. 
| Dilworth, Porter & Co., in Pittsburgh, recently filled a 
large order for spikes for the Chicago, Milwaukee & St. 
| Paul road. 
| Lucy Furnace No. 1, in Pittsburgh, has gone out of blast 
| for repairs. No. 2 Furnace will soon go into blast. 
| Colebrook Furnace at Lebanon, Pa., is now using a mix- 
| ture of bituminous coal and coke as fuel in place of anthra- 
| cite coal. 
The rolling mill of the Mt. Hickory Iron Co. in Erie. Pa., 


ported Howe trusses of design similar to those commonly | two passenger engines with 19 by 24 in. cylinders and 69| which was recently rebuilt, was burned down on the morn- 


used on railroads. On these Howe trusses was placed a floor | 
80 ft. wide, on which ran a traveling derrick 65 ft. high, | 
which spanned the permanent structure. This derrick was 
moved from panel to panel, as the work proceeded, and the | 
great trusses were erected without any stationary staging | 
above the floor. 
































in. drivers. 


Several more engines are in progress in the 
shops. 7 


Car Notes. 


| the machinery badly damaged. 


ling of Dec. 9. The buildings were entirely destroyed and 
The loss is estimated as 
high as $275,000. 


| No. 2stack of the Pioneer Furnace at Marqnette, Mich., 


The Buffalo Car Works iv Buffalo, N. Y., are building| has gone ont of blast for repairs. 
All the hoisting was done by steam, the | 600 freight cars for the Delaware, Lackawanna & Western | 


















































Arrangements are in progress to builda new blast furnace 
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DERRICK BOAT USED 


engines teing mounted on a low flat car entirely inde- 
pendent of the traveler. 

lhe first span erected was that between piers I. and II. 
The first iron was placed on Thursday, July 27, 1882. and 
the span was swung off so as carry its own weight on Satur- 
day, Aug. 12. Exactly four weeks later, on Saturday, 
Sept. 9, the second span, that between piers TL. and LI. was 
swung, and four weeks after that, on Saturday, Oct. 7, the 
last span carried its own weight, requiring only the addi- 
tion of the floor aud the riveting of some of the details to 
make the bridge complete. 


GENERAL REMARKS, 


A large portion of the masonry of piers II. and III. was laid 
with a derrick boat, which is shown in figs. 21, 22, 23 and 
24. This derrick boat was designed by Mr. Thomas Saul- 
paugh, one of the contractors. It consisted simply of a 
large scow on which was erected a timber bent, which was 
stayed in both directions. In front of this beat was placed 
an ordinary boom derrick of precisely the same class used 
on land, which was guyed to the bent by a pair of timbers 
reaching from the top of the mast to each end of the cap. 

Tbe Bismarck Bridge and approaches form an integral 
part of the Northern Pacific Railroad, being the absolute 
property of the Northern Pacific Railroad Co. and being 
built under tbe general charter granted by the National 
Government to that company. 

Tbe personnel of the Bismarck Bridge during construction 
was as follows: 

George S. Morison, Engineer and Superintendent. 

Resident Assistants—Henry W. Parkhurst, First Assistant 
Engineer ; Be: jamin L, Crosby, Assistant Engineer ; Geo. 
A. Lederle, Assistant Engineer and Draughtsman. 

Non-resident Assistants—C. C. Schneider, Assistant En- 
gineer of superstructure; William F. Zimmerman, Inspector 
of steel and iron; James Sanderson, Inspector of shop work. 





IN CONSTRUCTION OF BISMARCK 


|road, and 200 coal cars for the Rochester & Pittsburgh | 


| road, 
| The Cylinder Car Manufacturing & Transportation Co., 
| with a capital stock of $5,000,000 has been incorporated. 
| The objects of the company are to build cylinder or other 
| cars for the transportation of grain, passengers and such 
| otber articles as may be deemed advisable; to sell or lease 
such cars to individuals or railroad companies, or to con 
| tract with railroad corporations for the hauling of such cars 
with or without loads; to purchase grain or other articles 
of commerce for transportation, to construct and operate 
| elevators, stores, warehouses, etc., and collect charges for 
| hauling, cleaning, drying and storing grain, etc.; to pur- 
chase and sell or lease to railway corporations and _indi- 
| viduals patented improvements in cars, engines or otner 
railroad equipment, and generally to foster and encourage 
| inventions of safe, speedy and cheap railroad operation. 
| The incorporators of the company are W. C. Alberger, J. 
| C. Casper and A. E. Steiger. The principal office is in New 
York city. 

The Mount Clare shops of the Baltimore & Ohio Railroad 
in Baltimore are very busy and are turning out new freight 
cars at the rate of 20 a week. 

The Ensign Car Works at Huntington, W. Va, recently 
completed a very handsome private car for Mr. C. P. 
Huntington. 

Bridge Notes. 


The new bridge works near Forty-seventh street, built by 
J. W. Walker, are about finished. Some machines are yet 
to be erected, which, however, will cause nodelay in com- 
mencing work, which has just been begun on two new, and 
also first, orders.—Pittsburgh American Manufacturer. 

The King Iron Bridge Co., in Cleveland, O., has a number 





of contracts for highway bridges on hand. 
It is reported that Clarke, Reeves & Co., of Phoenixville, 


BRIDGE. 


in Chattanooga, Tenn.,and land has been bought for that 
purpose. 


Manufacturing Notes. 


The Westinghouse Air Brake Co., of Pittsburgh, has de- 
clared a semi-annual dividend of 20 per cent. on its stock. 

The Colliau Furnace Co., in Detroit, Micb., has in course 
of construction two of its largest size cupolas, to go to 
Frankfort, N. Y., for the repair shops of the New York, 
West Shore & Buffalo road. 


The Rail Market. 


Steel Rails.—Quotations continue for Eastern mills at $35 
per ton at mill for large lots, and $36 for small orders, 
although it is said that one large order has been placed at 
$34.50. The Chicago milis quote $37 per ton, which is 
about an equivalent price. Itis said that the Pennsylvania 
Railroad Co. has placed orders for 75,000 tons for next 
year’s delivery at $35, with the condition that it is to have 
the benefit of any fall in the market which may occur. 
For Spring and Summer delivery the market is active, but 
very few orders are in hand for Winter delivery. 

Rail Fastenings.—The market is quiet and weak at $2.50 
to $2.60 per 100 lbs. for spikes in Pittsburgh. Track-bolts 
are quoted at $2.90 to $3 per 100 lbs. for square nuts, and 
$3.10 to $3.20 for hexagon nuts. Splice-bars are in light 
demand at 1.8 to 1.9 cents per lb. 

Old Rails.—There is quite a demand for small lots of old 
iron rails, and prices are steady at $23.50 per ton at tide- 
water for tees. 

Smooth Track. 

*“*Oh, the road is smooth enough,” said the placid con- 

ductor to the complaining passenger. ‘‘Tbere isn’t a 
| smoother road-bed in the United States. It’s the cars that 
! jolt. Company took the sprirgs out last week, to oil them 
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and didn’t get them back in time for this trip.” And 
the complaining passenger grambled no more, for he felt 
that he was in the presence of the Star Liar.—Erchange. 

““C-c-conductor,” said a passenger ona Western road, after 
an hour or so of bumping and jolting as the train made 
progress at the rate of 12 miles an hour, *‘How soon will 
we reach the end of the road where the rails are laid ?” 


Rough on the Cars. 


The London Engineer says of some of the passenger 
cars on the Southeastern Railway that ‘‘they are square, 
low-ceilinged, cornered everywhere, cold, straight, 
draughty, noisy, wandering, vibrating, stuffy, dirty, dark, 
dingy, creaking, loose-windowed, worn-out, dangerous old 
coaches, and plenty of the Southwestern stock is nearly as 
bad.” In addition to all this badness Colonel Rich. one of 
the Board of Trade inspectors “‘ observed that the London 
& Soathwestern Riilway Co.’s gauge for the wheels of the 
rolling stock is slightly about ,', in. to 4, in. wider than the 
permanent-way guage which was given to him to gauge the 
road.” 


The 24-Hour System. 


Mr. B. W. Wrenn, General Passenger Agent of the West- 
ero & Atlantic, bas issued a circular calling attention to the 
proposed reckoning of time from midnight to noon, countin 
from one to twelve o’clock, and afterward adding on 
hour, making our present 1 o’clock p. m. ‘‘13 o’clock,” 
omitting “p.m.” Under the propsed system the passenger 
trains leaving the city on the Western & Atlantic would 
present the following app2aran‘e: 

7:30—For all points north, east and west, via Dalton or 
Chattanooga, also to Roma, 
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ces. Mr. C.8 Gadsden,the Superintendent of the Charleston 
& Savannah Railway, basovercomethetrouble by printing 
the timeof trains leaving Charleston and arriving at Charles- 
ton Junction in red ink upon the schedule, while all other fig- 
ures are printed in blue ink, The contrast is striking and 
the expedient answers the purpose perfectly. The ingenuity 
of this method is worthy of special notice.—Official Guide. 


Protecting Trains from Accident. 


The Terre Haute & Indianapolis Railroad Co. has issued 
a new time-table accompanied by a revised set of rules for 
the government of employés, among which are the follow- 


ing: 
f Torpedoes are fastened to the track by bending open the 
| two tangs, placing the box on the rail with the label up, 
|and bending the tangs around the head of the rail. The 
use of these signals is to be in addition to the regular day 
and night signals of the road, which also must be exhibited. 
| ‘*When a train is detained on main track—from any 
cause whatever—it shall be the duty of the conductor to 
send a fligman, with three torpedoes, in the direction of the 
| expected train, who shall go at least the distance of 80 rails 
} and fasten a torpedo to the track, and then proceed and 
= the other two at intervals of 20 rails beyond the 
rst. 
“All trains, before crossing another railroad, must be 
brought toa fullstop, and remain until the engineer has 
| the most positive assurance that no osher train is approach- 
ing the crossing. A train should not be allowed to stop on 
or across the track of another railroad or any public road 
crossing. 
‘Engineers are required to pass all switches carefully, 
| and to use the ntmost caution to prevent running over stock. 
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14:35—For all points north, east and west, via Dalton 
and Chattanooga, also to Rome. 

16:05—For Rome and all way stations. 

16:55—For Marietta and all way stations. 

23:40—For all points north, east and west, via Dalton and 
Chattanooga. 

The proposed manner of expressing time finds advocates 
everywhere, but there are many who object to such a 
change, on the ground thatsuch a multiplicity of figures 
would be confusing. It is not l‘kely that the change will be 
made for some time, if at all.—Atlanta (Ga.) Constitution. 

The Associated Railroads of Virginia and the Carolinas, 
including the Atlantic Coast Line and the Richmond & Dan- 
ville, also intend, it is said, to adopt the 24-hour system in 
their time-tables. 

Prizes for Excellence of Track. 

Mr. 8. M. Felton, Jr., General Manager of the New York & 
New England Railroad, has made the following awards, 
based on the annual track inspection for 1883: To G. E. 
Daggett, best supervisor’s division between Boston and Hud- 
son River—No. 2 Eastern Division; to W. L. Derr, best 
supervisor’s division on Norwich & Worcester, Providence, 
Woonsocket, and Springfield divisions and branches— Woon- 
socket Division and Rhode Island & Massachusetts Branch. 
First premiums have been awarded to Jerry Gleason, James 
Jordan, James Bracken and G. R. Seannett, foreman, for 
best sections on main line divis' ns; and second premiums 
to Edward Broderick, Peter Goucher, James Graney, John 
Sharkey and R. H. Bishop (the latter two dividing one pre- 
mium), for best sections on other divisions and branches. A 
third premium was given to James 
yard. 

Running Under Two Times. 


The new time table of the Charleston & Savannah Rail- 
way, issued on Nov, 18, 1883, is probably in some respects 
the most remarkable time-table that has ever been issued. 
The trains of the road run over the track of the Northeast- 
ern Railroad from Charleston to Charleston Junction, a dis- 
tance of seven miles. The standard of the Northeastern 
Railroad is Easiern time as indicated by the red line upon 
the official standard time map, Thestandard of the Charles- 
ton & Savanah Railway is Central time, which is indicated 
by a blue line. Railway officials will at_once appreciate the 
difficulty of constructing a time-table under such circumstan- 
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| The frequent occurrence of this kind will be considered evi- 
| dence of incompetency. They will follow the directions of 
| the conductor as to stopping, starting, number of cars to 
| haul, etc., unless they are in conflict with these rules or in- 
volve hazard, in which case they will be considered equally 
responsible. Run slow over bridges and through towns. 

** Whenever one train is to follow another notice must be 
given to the forward train and the conductor of the forward 
train must notify all conductors whom he may meet at sta- 
tions of the fact, besides carrying the proper signals, and 

| when passing trains where he does net stop the engineer 
| must call attention to the signals of a following train by 
| five successive sounds of the whistle. The engine 
;of the opposin train or traios will answer’ the 
|signal by two short blasts of the whistle. Conductors 
| and engineers of such trains sounding such flag signals, and 
failing to get a response from the train or trains for which 
they are sounded, must imnrediately stop their trains and 
| ascertain if such whistle signals have Leen heard, and why 
| no response thereof, which facts must be reported to the 
| master of transportation from the first telegraph office. 
| One train following another must be kept at least five min- 
|utes behind, except at mecting points, which must be 
| approached with great care. When an engine is sent over 
| the road on the time of a passenger train, it must precede 
| the passenger train, assume its time and rights and exhibit 
| the signals for a following train. A passenger train bein 
| preceded by anextra engine, on its time, will lose none o 
| its rights, but must run three minutes behind time. 
| ‘A careful, reliable brakeman must at all times be sta- 
| tioned on the rear car of every train, while the train is in 
motion, that in case o’ delay or accident he may be used to 
| flag following engines, or as emergencies require. Conduc- 
| tors must enforce this rule, whether they know engines are 
| following their trains or not.” 


The Car Coupler Man. 


| There will never come a time when the headquarters office 
| of a railroad line will not receive at least one visit per week 
| from the man with the patent car coupler. During the last 
| 15 years he has called about four times a week, and that 
average is being maintained in a way to wear out hall 
carpets as fast as manufacturers can desire. The car 
couplers are not all alike, but the inventors are. The pro, 
gramme is as regular as if it ‘nad been adopted by a large 
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majority. The inventor asks for the President of the road 
and is shown to the office : 

‘*Good morning. Is the President in ?”’ 

* No, sir; he won’t be in until after dinner. 
special ?” 

“Well, rather special. 1 have invented”—— 

“Ah! A patent car coupler! You must go to the General 
Superintendent. 

“It’s the biggest thing of the kind ever beard of.” 

r rh I know; but you'll find him four doors down the 
all.’ 

The inventor opens the fourth door and a clerk inquires: 

‘*‘What is your business?” 

“Well, I bad a lame foot last summer and couldn’t do 
much of any work, and so I set about it and” —— 

“Invented a car coupler, of course! The General Superin- 
tendent is notin. The third door to the left for the assist- 
ant. 

The third door opens to reveal an attendant ready to in- 
quire what is wanted : 

** Well, being I bad to go down to buy myseif some hick- 
ory shirting, I thought I might as well briag along”— 

‘** Your patent car coupler. We were expecting you. Go 
down to the yardmaster.” 

“* Everybody in our town says this isthe biggest thing 
ever invented, and I reckon on”— 

* Right this way to go down to the yardmaster’s office.” 

Tbe yardmaster isn’t in. The train dispatcher won’t 
listen. The gatekeeper has notime. The depot policeman 
may look at the invention some other day. When he 
entered the depot with that patent coupler under his arm, 
bis mind was made up to let the Michigan Ceatral or Lake 
Shore put it or their cars for $50,000 cash down. Two hours 
have done the business for him, and, as he starts up town, 
the coupler is recklessly thrown under a seat in the waiting 
room and the inventor hopes from the top of bis boots that 
amoty will steal it before he gets back.—Detroit Free 

"ress. 


He Bid too High. 


On a southern railroad the other day a passenger com- 
plained to the conductor about the dusty state of the seats 
and windows, and directly followed it up with finding fault 
with the roughness of the track, and the apparently unsafe 
condition of the car. The conductor was very courteous, 
but entirely non-committal. This provoked the traveler to 
continue bis complaints, and be presently said : 

‘*T fail to see any water-cooler in this car ? ” 

“* No; we have none.” 

‘“* And the front door won’t shut.” 

“ No.” 

‘‘And the wheels rattle as if worn out.” 

* That’s so.” 

* And sir!” exclaimed the provoked passenger, ‘‘ I would 
not give you 25 cents on the dollar for the stock of your 
miserable line !” 

“It’s quoted at 15,” said the conductor, as he rose up 
to go forward.— Wali Street News. 


The Old-Time Conductor. 


They may fit the modernrailway car with the appoint- 
ment and trappings of luxury and splendor ; they may 

arb the officers of the train in showy uniforms, with gold- 
eee trimmings and silver badges, but they cannot restore 
the conductor of the elder day. He is of the glories of the 
past. We shall not louk upon his like again. He was of 
the time when railroads had a beginning and an ending, 
and represented communities, and be disappeared when 
cormorant corporations swallowed our pet enterprises as 
mere worms to spin ‘through lines” and ‘ systems,” 
established sweeping rules of economy, and tore from the 
locomotives the honored names of our local great men and 
their other brass ornaments. Nowadays the conductor is 
only some promoted brakeman or switch-tender—a mere 
train-starter and ticket-taker. As now trains are stopped 
by the engineer with a pressure of his tinger on the air- 
brake valve lever, so the duties of the car officers consist 
in helping people and bundles on and off, taking fares and 
calling the stations. These duties are shared in common 
by the conductor and his one or two assistants, and there no 
longer exists the once wide difference between the master of 
the train and the sooty menial who twisted the brake-wheel, 
tended the stoves, lamps and windows, and played the parts 
of general utility. We repeat it, the great commander. in- 
chief has vanished. Ab! then the title of conductor meant 
something. It was not abollow name. The bearer wasa 
man of honor and distinction. He swelled through the reel- 
ing aisles of the roaring train in princely pomp. When, like 
a soldier leading a charge, he dashed through the smoky, 
firey blasts of the platforms, sprang into the car ana 
slammed the door after him with a flourish, brakemen, 
checkmen, newsboys and peanut peddlers gave way in awe. 
He was attired in the finest silks, wools and cottons of the 
latest fashionable cut. Upon bis snowy shirt-front gleamed 
a large gem of purest ray serene. In the fingers 
of his left hand, so arranged as not to hide the great 
seal ring, was crimped a parcel of bills. If he bore 
a lantern it was as clear asa star, and his name could be 
seen cut in the glass. His “a eye darted from side to side 
as he seized upon the fares. Now he smiled upon a person 
of affiuence and influence and passed a pleasant word; now 
he frowned upon a common man; now he pierced to the 
heart with a glance some timid passenger who had already 
paid. When be sat down to rest it was in the ladies’ ear— 
that rolling palace of barbaric exclusiveness; within which 
no male man dare | set bis foot unless in servile attendance 
upon some member of the fair sex. The conductor’s presence 
was felt from the engine-tender tothe rear platform. The 
train started, stopped, backed, crawled, flew at the wave 
of his hand. Some admirers wondered how soon be would 
become sole proprietor of the road; other persons circulated 
stories that be owned large interests in all the city hotels, 
while others darkly hinted that it must take vast sums of 
the company’s money to keep up such magnificence, But he 
has gone. Sic transit gloria mundi.—Cincinnati Commer- 
cial, 


Anything 





ANNUAL REPORTS. 

The following is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers 
of the present volume of the Railroad Gazette : 
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Gy MBO once ccvacescscnscsosccces § Philadelphia & Reading........ 
conn. & Passumpsic Rivers....605 Phila., Wil. & Baltimore........ 139 
Connecticut River....... .105, 750 Pittsburgh, Cin. & St. Louis... .312 
Cumberland Vallev 725 Pitts., Ft. Wayne & Chi....34%, 495 
Danbury & Norwalk............ 772 eee & Lake Erie . . 40 
Delaware & Hudson Canal.100, 122 rtland & Ogdensburg .100 
Delaware, Lacka. & Western...122 Portland & Rochester. .100 
Del. &w. Lines ..407 Port Roya) & A’ oe -723 
Des Moines & Fort Dodge ..... 462 Providence & Worcester .. ...1¢4 
Denver & Rio Grande.......... 362 Pull *s Palace Car Co....... 705 
Detroit, Lansing & No.... .... 629 R ter & Pittsburgh. ....... 4L 
EQKtePD ..ccocceccesicccccess 2-700, GOR Ruatdand......... .2.+sccceccccees 511 
E. Tenn., Va., & G@........0-+.+ 603 St. Joseph & Western ....... ATT 
Erie & Pittsburgh. .......00.... 495 St. L., Alton & Terre Haute ...651 
Suropean & North American.. 28 St.L.&Cairo .. ............ -652 
Evansville & Terre Haute...... 750 St. Louis, Iron Mt. & So... .167, 231 
Fitchburg.... 2. -sssecsee . 40, St. Louis & San Francisco.... 197 
Flint & Pere Marquette......... St. L., Vandalia & Terre Haute.216 
A ere peer 574 St. Paul & Duluth ........... ... 104 
Grand Rapids & Indiana...... -651 St. Paul, Minn. & Manitoba 510, 630 
Grand Trunk ....... 4G, 229,725 Savannah, Florida & West..... 312 
Green Bay, Winona & St. P....723 Sioux City & Pacific 2 
Gulf, Cob & Santa Fa . ‘693 South Carolina...... 89, 121 
annibal & St. Joseph .........163 Southern Pacific ... .......... 598 
Hanover Junc., Han. & Gettysb.355 Sullivan County .... ........... 427 
artford & Conn. Western..... 7 SUSSEX ........-.--eseceeeee nee oe 407 
BOMREB. 0 o0c0 ose rcccccccsccce 196 Terre Haute & Indianapolis... .362 
ton & Texas Central ....... 30 Texas & Pacific 231 
Huntingdon & Broad Top......121 Toledo, Ann Arbor & Gd. Trk..510 
Illinois Central........167, 180, 182 Union Pacific 
Indiana, Bloom. & Western. ..463 Utah Central 
Indianapolis & Vincennes......405 Valley, of Ohio. 
International & Great No ..... 281 Vermont Valley 
Jeffersonville, Madison & Ind..495 Vicksburg & Merid 
Kan. City, Ft. Scott & Gulf..... 707 + Virginia ~ ees 
Kentucky Central....... ...... 246 Wa , St. Louis & Pac. 
Lake Erie & Western. Aaa 
Lake Shore & Mich.8o. Vestern R. R. Association 
LAWFONCE.......0020600 ...495 Western Union Telegraph .673 
ehigh Coal & Navigation Co..138 West Jersey.............---+.0+. 568 
ON A eae 73 West Va. Central & Pittsburgh.213 
Little Rock & Ft. Smith ........ 278 Wilmington & Northern..... .568 
Oa 73 Wisconsin Central............. 20 
Jouisville & Nashville 510, 651,671 Woodstock............. -100 
Muine Central . 21 Worcester & Nashua............ 40 
Manchester & Lawrence ....... York & Peachbottom..... . 355 
Manhattan........0sseeeeee » 155 





Connecticut Minor Railroads. 





We give below the earnings of several Connecticut rail- 
roads as reported to the Railroad Commission for the year 
ending Sept. 30, the list including only those whose reperts 
are not presented in any other form : 

—Per mile-— Per ct. 


Earnings. Net earn. Gross. Net. of exps. 
Hartford & Conn. Vy $215,455 $15,370 $4,634 $334 92.8 
MO. Ss secs 53 Oe 790 4,258 17 = 99..€ 
N. Haven & Derby.... 165,859 75,767 12,758 5,828 54.3 
eee 166,493 77.473 12,800 5959 43.4 
N_ London Northern.. 637,712 148,644 5,271 1,228 76.7 
Uo 578,384 68,072 4,780 56: 88.2 
She ug Lia winca karan ed ,330 *10,562 2,010 nigel 
ae 62,932 8,538 1,967 267 «= 84. 
South Manchester. .... 11,593 1,357 5,152 825 83.9 
a ace STEELE 11,229 1,962 4,991 872 82.7 
Stamford & N. Canaan 153,115 2,5 1,639 519 80.6 
pT 2 eer . 15,109 5,840 1,889 730 61.4 

* Deficit. 


The Stamford & New Canaan road bas recently been sold 
to the New York, New Haven & Hartford Company. 





Richmond & Petersburg. 


This company owns a line from Richmond, Va., to Peters- 
burg, 22.5 miles, with a branch to Port Walthall, 2.5 miles. 
making 25 miles in all. The report presented at the annual 
meeting last week is for the year ending Sept. 30, 

The earnings for the year were as follows: 





1882-83. 1881-82. Inec.or Dec. P.c 

pO er ere $182,821 $174,378 I. $8,443 4.9 
po eee 104,576 117,781 D. 13,205 112 
Net earnings.... .. ..$78,245 $56,597 I. $21,648 38.2 
Gross earn. per mile.... 7,313 6,975 ‘ 338 4.9 
Net ad ee ike | Se 2,264 1. 866 38.2 
Per cent. of expenses... 57.20 67.60 D. 10.40 ates 


During the year 200 tons of steel rails, 10,129 new ties 
and 12 new safety switches were used in repairs. A siding 
3,200 ft. long was built to a quarry near Falling Creek. 
The track of the road was ditched and partly new ballasted. 
A new locomotive was ordered, one box, 8 flat and 13gravel 
cars built in the shops. 

The long bridge over the James River, destroyed by fire 
nearly two years ago, has been replaced by a permanent 
structure. The old wooden bridge had 19 spans; of these 
one at the Manchester end and two at the Kichmond end are 
filled in, and the third span at the Richmond end is to be 
replaced by an arch. The remaining 15 spans, varying 
from 140 to 153 ft. in length, are of iron, built by Clarke, 
Reeves & Co. Most of the old piers were used, but new 
abutments and retaining walls were built at each end. The 
President’s report says : 

* The cost will not exceed the original estimates of $166,- 
000 for the completed work, but the filling on the south end 
and the span on the north end will not be completed until 
next year. The expenditure for the bridge up to the end 
of the fiscal year was ames which has been charged to a 
separate account. The bonded debt of the company has been 
increased $36,000. The balance was paid out of accumulated 
revenues, as no dividend on the stock was paid fora year 
after the loss of the old bridge by fire. The payment of 
dividends was resumed on July last at the rate of 5 per cent. 
per annum. The directors have declared a semi-annual 
dividend of 214 per cent. to be paid on Jan. 1, and it is 
believed that this rate will enable the company to pay the 
balance of the cost of the bridge from surplus earnings, 
with perhaps a small increase in the bonded debt. Twenty- 
four thousand dollars of the old 8 per cent. bonds, due April 
1 last, have been paid and cancelled, and provisions made 
for the payment of the balance as they mature during the 
next three years. The suits against the company for 
damages to property, caused by the fire of March, 1882, re- 
sulted in a verdict for the company in the first test case, and 
the others were withdrawn upon payment by the company 
of acc! costs. It is satisfactory to know that in the close 
legal investigation mad in this case no fault or negligence 
was proved against any of the officers of the company.” 


[DECEMBER 14, 1883 








At the close of its last fiscal year this company owned 
lines from Atlanta. Ga.. to Eden, Ala., including the Belt 
line around Atlanta, 137 miles, from Birmingham, Ala., 
to Coalburg, 10 miles; and from Columbus, Miss., to Alta, 
Ala., 65 miles. It also owned a narrow-gauge line from 
Greenville, Miss., to Jacksonville, 2914 miles, with a branch 
from Stonevilleto Sharkey, 2214 miles, making a total of 
212 miles of 5 ft. gauge and 52 miles of 3 ft. gauge. 

Since the close of the year the road has been opened from 
Atlanta to Birmingham, 168 miles. 

During the year the narrow-gauge road remained un- 
changed; the wide-gauge mileage increased from 51 to 212 
tailes, the average worked for the year being 1201¢ miles. 

The statements given below were presen by the Presi- 
dent at the annual meeting recently. The increase in mile- 
age was so great that no comparisons can be made with the 
previous year. 











The earnings for the year were as follows: 
< Wide gauge. Narrow-gauge. Total. 
Earnings - $171,655 2,032 $253,687 
INI 551 cas araiuincate loco 117,564 54,080 171,644 
Net earnings +7 $54,091 $27,952 $82,043 
Gross earn. per mile.. 1,427 1,57 1,472 
Nei a - phitive 450 538 47 
Per cent. of exps........ 68.49 65.92 67.66 


The earnings were very fair for an unfinished road in 
new country. The line could hardly be expected to develop 
much traffic until completed from Atlanta to the Alabama 
coal fields. 

The income statement is as follows : 


Net earnings as above .... ........2++ secvees pesesesecs 2,042.57 
Interest on first-mortgage bonds............ $59,586,00 
Items charged to profit and loss.. ......... 1,706.30 

—-——-- 61,292.30 

Balance, surplus for the vear.... .........0.--++- $20,750.27 


The road is to be extended to Greenville, Miss., the sec- 
tions from Birmingham to Coalburg, from Alta to Colum- 
bus and from Jacksonville to Greenville being parts of the 
extension. The narrow-gauge line will be changed to 5 ft. 
when the track from the east reaches a connection with it. 


Northeastern (South Carolina). 


This company owns a line from Charleston, 8S. C., north 
to Florence, 102 miles. Its report is for the year ending 
Sept. 30. 

The company holds one half interest in the lease of the 
Central Railroad, of South Carolina, 40 miles long, from 
Sumter, S. C., to Lane, but its operations are not included 
in the report. 

The earnings for the year were as follows: 








1882-83. 1881-82. Increase. P.c. 
MRS as ccnp tchecetaeaseeeun $415,898 $386,141 687 7.7 
Passage... ..... .-..0.- seveees 164,086 146,052 18,034 17.5 
MU ONES. as, Sxanesue sees seen 38,833 28,035 10,798 38.6 
ROMNED ccdicaxcersiecedanseccakd 618,747 $560,228 $58,519 10.4 
Expense3 ... 433,923 378,110 55,813 14.7 
Wu ONES nas 6 ovccccciess $184,824 $182,118 $2,706 1.5 
Gross earn. p-r mile .......... 6,066 5,492 574 10.4 
Net 5 1s wametecenk 1,812 1,785 27 15 
Per cent. of expenses.......... 70.01 17.49 2.52 


The report says: ‘* Our increased receipt from freight is 
to be explained by our having moved this year an excess 
of 10,891 bales of cotton and 29,899 barrels of naval stores 
over the quantities of each moved the preceding year, and 
also by a larger movement in miscellaneous freights, grow- 
ing out of the uninterrupted prosperity of the country during 
the period referred to. The ircrease in our passenger re- 
ceipts has been due, almost exciusively, to the greater num- 
ber of through passengers conveyed this year, the excess 
having been 9,372; while no material increase in the num- 
ber of local passengers can be shown.” 

Of the company’s financial condition the report says: ‘* In 
conformity with the resolution passed at your last annual 
meeting, we, forthwith, prepared 1,836 bonds of $1,000 
each, dated Jan. 1, 1883, payable Jan. 1, 1933, bearing in- 
terest at the rate of 6 per cent. per annum, and secured by 
a mortgage of the entire property of the company to the 
Metropolitan Trust Co. of New York, intrust. As provided 
for in the said deed of trust, 1,142 of these bonds have re- 
mained in the hands of the trustee (unexecuted), to be ap- 
plied to the settlement, at their maturity in September, 
1899, of the present outstanding first and second mortgage 
bonds of the company, aggregating $1,142,000—the remain- 
ing 694 bonds (or $694,000) being subject to the disposal of 
the company, for the general purposes therein described. 
These bonds (with the exception of 17) were subsequently 
sold, or rather subscribed for, by the stockholders, who 
alone had the privilege of purchasing them ratably with 
their holdings of the stock. 

‘* Our lease of the Central Railroad of South Carolina— 
jointly with the Wilmington, Columbia & Augusta R. R. 
Co.—for 99 years, has resulted satisfactorily, the net earn- 
ings to each of the lessees having so far been $2,251. This 
would have been larger, but in view of the extended period 
of the lease, it was deemed advisable to appropriate a con- 
siderable portion of the earnings of the road to the perma- 
nent improvement of its road-bed. This is now in very 
good order. 

**A review of our past fiscal year is not without its en- 
conregng features. Among them is the payment in April 
last of a dividend of 3 per cent. upon the capital stock of 
the company, the first (if we accept a small and nominal 
one in Confederate currency), which has ever been declared 
since the completion of the road in the year 1857, A fur- 
ther dividend of 3 per cent. has been earned and might have 
been declared at a Jater period, but, from various consider- 
ations, your board has deferred its action in reference to it.” 


Naugatuck. 





This company ownsaline from Stratford Junction, Conn., 
to Winsted, 57 miles, and it has also the right to use the 
New York, New Haven & Hartford road from Stratford 
Junction to Bridgeport, 4 miles, making 61 miles in all. The 
company also works the Watertown & Waterbury road, 414 
miles, under agreement. The report is for the year ending 


Sept. 30. 

The general account 1s as follows, condensed: 
ere err eee ae ee $2,000,000.00 
Pixs odie chin. cee, dal ann eh) seaahaieh Shi e™ Keke Sas 150,006.00 
Notes, accounts and b :| unces payable...............- 90,673.17 
EE BUD cn ducceves cues sovesnaetbisncas esGs 372,839.39 

IE cacccncccesdenssccenccabasct seeaemmeneaen $2,613,512.56 
Road and property................-e0 $2,360,059.23 
Stocks and bonds..... ... Wabetiesces eas 12,600.60 
Bills and accounts receivable.........- 111,263.53 
NNN A caicia Oks aes so TUeGabw es dees as 34,753.38 
Eee Terr a re Tt 94,836.42 


—— $2,613,512.56 


The funded debt consists of 4 per cent. bonds having 30 
years to run, issued during the year, the total amount 











authorized being $750,000. For a number of years the com- 
pany has had no bonded debt. 
The train mileage for the year was as follows : 








1882-83. 1881-82. Inc. or Dec. P.c, 

Passenger.... 154.673 154,65 i, 23 Le 
Freigh ..-. 140,425 142,831 D. 2,406 1.7 
Service and switching.... 7,026 55,756 I. 14270 256.5 
Wat. & Waterbury ....... 9,152 9,509 OD. 356 3.7 
GREG: Wrap sacvebene 374,277 362,746 I, 11,531 3.2 


The increase, it will be seen, was entirely in service or 
construction mileage, which is due to the new work in prog- 
ress on second track and other improvements. 

The earnings for the year were as follows : 








1882-83. 1881-82. Inc. or Dec. P.ec. 
| a $425.066 $435,409 D. $10,343 2.4 
Passengers....... .. 261,682 253,885 I. 3796 33.1 
MM OSs is Sescnsens 26,118 25,604 I. 5 2.0 
a ee ee $712,866 $714,898 D. $2,032 0.3 
Expenses ...... .... 482,872 491,113 D. 8,241 pf 
Net earnings... .. $229,994 223,785 4 $6,219 27 
Gross earn. per mile 11,686 11,720 D. 34 0.3 
Net = ° 3.770 3,669 L. 101 2.7 
Per cent. of exps, 67.74 68.70 D. 0.96 


Taxes are included in expenses; they amounted to $28,371 
last year, and to $27,250 the previous year, being nearly 6 
per cent. of the total expenses. 

The income account was as follows : 


ee NN, MRI 553 5555.ac3 causane s,aeead pace $229,993.62 





PE ER ccpacenes sbonessntesekructeracs 200,000.00 
SNS EOS NORE oa nse Ss Seo d Sede wesaue os 429,993.69 
Balance to credit of profit and loss, Sept 30, 1882.. ... 342,845.77 


a MN TN PO cs ccs ass -ncaianiceiaoenied $372,839.39 


The report says: ‘t In consequence of the needed increase of 
business facilities, mentioned in the last annual report, your 
directors have deemed it proper to increase our rolling stock 
and depot grouuds at Bridgeport and elsewhere, and to com- 
—— the construction of the southern end of the second 
track. 

“ For meeting expenses of this character, as they arise from 
time to time, which expenses are not chargeable to income 
account, a mortgage to secure $750,000 of 4 per cent. bonds, 
payable in 30 years from date, has been executed and 
filed with the proper state authority as by statute provided. 
One hundred and fifty thousand dollars of these bonds have 
been sold at par, and a small premium, the avails of the 
sales amounting to $150,406.25 net. 

‘*The gross earnings of the company for this fiscal year 
show a light decrease when compared with the previous 
year, but the net aarnings, after paying the tyxes of both 
years, show a small increase. Our taxes are being increased 
year by year by the state assessment.” 


Worcester & Nashua. 








This company owns a line frem Worcester, Mass., to 
Nashua, N. H., 56.09 miles, and leases the Nashua & 
Rochester road, from Nashua to Rochester. 48.39 miles, 
making 94.48 miles worked. There are 16.83 miles of 
second track and 15.51 miles of sidings. There are 45.75 
miilos of track laid with steel. The report is for the year 
ending Sept. 30. 

The equipment consists of 20 locomotives ; 19 passenger, 
3 parlor and 8 mail and baggage cars ; 263 box, 13 plat- 
form and 100 coal and gravel cars; 1 derrick and 2 tool 
cars. 

The general uccount is as follows : 


ie 8 ois 5 5:5snse Towa neeecyorcGesed deities) ba ebee see $1.789,800.00 
SIEGE CLS LCRA SCL 0s SGRRKERURO WS ahbOKECAORi aoe 962,000.00 
eee, pe, OT Leer SR ee ert hee 125,000.00 


Unclaimed dividends and interest......... .......... 
SIO $4.5 aan c:dtadad <KhR656R Seeing edndee cennen 


5,655 60 
68,524.83 








rig ada udehGosetoleotwalsa en w+ cece sees seh2,050,979.88 
Road and equipment.......... ........ 2,543,92 1.02 
Nashua & Rochester stock. ......... .. 289,980.00 
STR ET RT 57,044.55 
Account and balances.................. 34,234.39 
Sarre reanr n 25,799.87 


— ——- $2,950 ,971.83 
The funded debt consistsof 5 per cent. bonds, of which 

$37,000 are due on demand; $275,000 due May 1, 1887; 

$250,000 due April 1, 1893,-and $400,000 due Feb. 1, 1895. 
The traffic for the year was as follows: 

















Train miles : 1882-83. 1881-82. Inc or Dec. P.c. 
Passenger... ... ... 214,026 207,472 6,554 3.2 
ee 240,316 237,272 I. 3,044 13 
Service and ®swite’g 62,442 63,755 D. 1,313 | 

/ 516,784 508,499 iL 8,285 1.6 
Passengers carried. 442,637 433,732 I. 8,905 23 
Passenger-miles.... 7,502,458 7,467,524 I. 124,931 Beg 
Tons freight carr’d 556,733 541,036 JT. 15,697 3.0 
Ton-miles.... ......17,844,586 16,949,006 T. 895,578 5.3 

Av. train load : 

Passengers, No.... 35 36 D. 1 2.8 
Freight, tons 74 71 I. é 4.2 

The average passenger journey was 17.15 miles ; the 
average freight haul, 32.05 miles. 

The earnings for the year were as follows: 

1882-83. 1881-82. Inc. or Dec. P.c. 
Passenger Dep't .. .........$233,802 $233,462 I. $340 0.1 
PGES GIGI ED. oc dices see 419,739 398,520 I. 21,219 5.3 
Rents and dividends 22,406 22,533 D. 127 0.5 

; | ee cesses + e0$675,947 $654,515 I. $21,482 3.3 
SR c5 ccdcnckn.ovtdawar 488,206 474,989 I. 13,217 2.8 

Net earnings.......... ...$187,741 $179,528 I. $8,215 46 
Gross earn, per mile........ 7,154 6,927 1. 227 3.3 
Net = 3 ag aes Sa 1,909 1,900 I. 9 46 
Per cent. of exps............ 72.23 72.57 D. 0.34. ... 


Taxes paid are included in expenses; they amounted to 
$16,687 last year, being 3.4 per cent. of the total expenses. 
The income account is as follows : 


Net earnings, a3 above...............-...e002 oe ....$187,740.60 


EE SCC lec segah! akitveer cen adne $54,831.44 
Rent of Nashua & Rochester R. R.... ...... 74,300.00 
Dividends, 3 per cent........... ceeeeeeeeee 53,694.00 


———- 182,825.44 


Surplus for the year... ......... $4.915.16 

The report refers to the extremely low rates at which 
much freight must be taken, and the necessity of pro-rating 
on Western freight, on most of which this road can only 
have a few miles haul. In view of these low rates the 
strictest economy is necessary, in order to leave any margin 
of profit at all. 

During the year 1,000 tons of steel rails and 50,800 new 
ties were used in renewals. Four iron bridges were erected 
in place of wooden ones, several stations enlarged and many 
other improvements made, all being charged to expenses. 
The second track was extended from Clinton to South Lan- 
caster. A baggage car and 5 flat cars were added to the 
equipment, and one new locomotive bought to replace an old 
one broken up. 

The report says: ‘“‘ Your directors believing it to be for 
the best interests of the stockholders of this corporation to 
unite or consolidate it with the Nashua & Rochester Rail- 
road, which is now under a lease to this corporation for a 
long term of years, having yet some 4234 years to run, after 
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conferring and agreeing with the directors of the Nashua 
& Rochester Co. that such union would be for the best 
interests of both corporations, procured the necessary legis- 
lation for the purpose, both in Ma-sachusetts and New 
Hampshire, and the union has now been effected.” 


Boston Lowell. 


This comoany owns a main line from Boston to Lowell, 
26.75 miles; branches from Lowell to Salem, 16.80 miles; 
from Lowell to Lawrence, 12.42 miles; from Arlington to 
Coueord, Mass., 20.33 miles, and four short branches, 9.96 
iuiles in all, making 86.26 miles owned. It leases the Nashua 
& Lowell, 14.50 miles; the Stony Brook, 13.24 miles; the 
Wiltoa, from Nashua, N. H., to Wilton, 15.50 miles, and 
the Peterboro road, from Wilton to Greenfield, 10.50 miles, 
making 53.74 miles leased and 140 miles worked. The 
report is for the year endiug Sept. 30. 

he company also owns one-half share in the Manchester 
& Keene road, from Greenfield, N. H., to Keene, 29.55 
miles; and works that road for joint account of itself and 
the Concord Railroad Co. 

Toe equipment consists of 77 locomotives; 96 passenger 
and 41 baggage, mail and express cars; 1,437 freight cars 
and ten other cars. 

The general account, condensed, is as follows : 


OS ei Ronee Bt eg PE teeta: | $3,792.000. 

eG opis sins vib 5) Fb | odd ads ds dha FWde she . 3,546,490.00 

iloating debt, bills payable... ............ccccsscovee 5,000.00 

ee ee ee ee ne ee 226. 

Covp us, dividends and balances........... ......+- 206,667.29 

SOLE CE no5c00% eucat: vassaes~<ne5ep canmeaen 313,760.00 

PRORMAIAIOUD, 65 655s cnntedsiencsviess Astbbensebsceeet + 60,544.94 
WI a en cct.sslss! Sta Leder at wtebe meheneenoes $9,112,598.29 

lhioad and equipment...... ...... .... $8,010,450.04 

PT ee sneer 228,226.06 

Manchester & Keene R. R........ ... . 92.773.13 

OR eee 9,860 00 

ee As eae ae 43,402.62 

Materials on hand........  .....-..e0.. 221,121.86 

Accounts and balances............ ..... 5,805.8 












— 9,112,598.29 


Stock remains unchanged. The funded debt was increased 
by the issue of $250,000 new 414 per cent. bonds for the 
pa: chase of the Middlesex Central road. The notes payable 
were increased $300,000, 

The tratiic for the year, as reported to the Railroad Com- 
mission, was as follows: 








Train miles: 1882-83. 1881-82. Inc. or Dec. P.c 
PAGBONBET . vcceses cosse 961,850 927,751 L. 34, 3.7 
SAR 3C€1,827 I. 22,289 7.4 
Service aud switching. 486,566 451,302 IL 35,264 7.8 

Wadi is. 06580 eee 1,772,530 1,680,880 L. 91,650 5.5 
Passe »gers carried... 3,822,833 2,789,785 I. 1,033,048 37.7 
Vassenzer-miles.......47,617,233 40,209,559 Ul. 7,407,674 18.4 
Tons tr-izght carried.. 1,326,822 1,162,854 1. 163,968 14.1 
(RRR RERE. 37,749,206 46,279,201 D. 8,529,995 184 

Av. t ain load: 

Passengers. No... .... 50 43 =é«4L. 7 16.3 
Freight. toms.......... 116 153 Dz 37 24.2 

Av. rate: 

Per pass2nger-mile... 1.94 cts. 1.67 cts. L 0.27 ct. 16.2 
Per ton-mile.......... 298 *“ | en © 0.38“ 14.6 


Through business furnished 20 per cent. of the passenger- 
miles and 60 per cent. of the ton-miles last year. 
The earnings for the year were as follows : 

















1882-83. 1881-82. Ine. or Dec. P. c. 

Freight........ $1,094,746 $1,170,010 D. $75,264 6.4 
aS eae 922,650 824,834 I. 67,916 11.9 
Miil avd express...... 62, 56,204 I, 6,640 11.8 
Miscellaneous .... .... 48,521 34,574 I, 13,917 40.3 
ee $2,128,761 $2,085,622 I. $43,139 2.1 
po ers 1,393,459 1,410,277 D. 16,818 1.2 
Net carnings........ $735,302 $675,545 I. $59,857 2 
Gross earn. per wmile.. 15.205 14,897 I. 308 21 
Net ” + ; 5,252 4,824 I. 428 8.9 
cr eent. of exps. 6.76 37.62 D. 6.86... 


Taxes are included in expenses, amounting to #80,893 
last year and $85,761 for the preceding year. 

‘ibe business upon the Lexington & Arlington Branch has 
gro.vn to such proportions as to require extensive additions! 
tacilities inorder to economically handle the same. Con- 
sidera»le work has been done in the way of double-tracking 
the -oad as far as Arlington, and new station accommoda- 
tions have been supplied at that point, and the cost of the 
same iocluded in operating expenses, 

Several new iron bridges have been completed, and at 
North Winchester and North Billerica the grade of theroad 
has been changed at large expense to give greater safety 
to tesms passing under the bridges at those poiuts, and 
«barged to operating expenses. 

Tae track and bridges have been kept in excellent con- 
dit.oo; 1,072 tons of new steel rails and 71,685 ties have 
been laid in the track. Included in repairs of road-bed and 
track is an expense of $20,415 for new side tracks; 19 miles 
of. vew wire fence has been built during the past year, and 
charged to operating expenses. 

The income account for the year was as follows: 


pT earn eee $735,801.94 
Rentals paid............ aebiewee ieee Seceecel $128,613.47 
Oe Sn ie ese 239,834. 

New equipment bought .. . ...... ........ 118,675.00 





487,123.37 





00 
road with the Concord Railroad 
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tending from Greenfield, N. H., to Keene. 


ment will be apparent. 


year, over and above dividends declared, have been more 
than sufficient to warrant such a disposition. 

‘“‘ This corporation has availed itself of the act of the 
Legislature, authorizing it to purchase the property and 
franchise of the Middlesex Central Railroad (Lexington, 
Mass., to Concord, 11.08 miles), and has issued its 44% per 
cent. bonds for $250,000 in payment therefor, agreeably to 
the vote of the stockholders at their last meeting. 

‘*A question having been raised as to the validity of our 
lease of that portion of the Nashua & Lowell Railroad with- 
in the state of New Hampshire, your directors have re-exe- 
cuted said lease in accordance with the New Hampshire law. 
This hee any possible question as to our title to this 
property. ‘ 

“The contract providing for the joint operation of this 
was terminated, by mutual 
consent, on March 1, 1883. During its continuance the con- 
flicting interests of the roads represented in the board of the 
Concord Railroad, deprived us of the result hoped for, a 
large reduction in expeoses. . 

“Since the termination of the joint contract, the earnings 
have increased, while the expenses have been materiaiiy re- 


penditures have been made for permanently improving the 
property of the road, which have been included in expenses 
of operation. The rapid development of our local traffic, 
and such other business as is necessarily tributary to our 
road, has fully occupied our termiuals, and relieved us from 
the nezessity of making such concessions to obtain or retain 
such contributive business as has been in the past of very 
questionable value. 

** Fair and liberal concessions will be made to ali of our 
business connections for such traffic as they desire to send 
over our line, but no traffic will be encouraged that places 
an assessment upon our local interests to meet the deficien- 
cies occasioned by being a very small part of a very long 
line. There is every reason to believe that the business of 
the road will continue to increase, and that a continued 
careful supervision of the expenses will result in a further 
increase of net earnings.” 


Bostor & Albany. 


At the close of its last fiscal year, Sept. 30, 1883, this com- 
pany owned and worked the following lines : 


Total owned............ GaP nsebenanes inet 
Pittsfield & North Adams road, leased............ . 1865 
Were River road, leased, Palmer to Winchendon... 49.30 


North Brookfield road, leased...................-. . 4.16 
DPOTIONE TORE TRROOG wiaisnss. nsc0k ods 5d5 gecssdece. 2.17 
-- 74.28 
ss... «5: nireearendx sant + Ageebe oibb + ae dans 376.91 


The road owned was increased by the purchase from the 
New York & New England Co. of the section of its Woon- 
socket Division from Brookline to Cook street in Newton, 
$2 te, which was transferred tu this company Feb. 17, 

The equipment consists of 56 passenger, 158 freight and 
30 switching engines, 244 in all; 219 passenger and 49 
baggage and postal cars; 5,396 freight cars; 639 other cars 
and 12 snow-plows, 

Of the 244 locomotives 193 have been built in the com- 
pany’s own shops. 

The general balance sheet is as follows: 

Liabilities : 


Cupheal stoke. 66. 006556. scsi . 22 + +++$20,600,000 00 
Pe OOF GIR OER oo 26 +d can dence pate Sees 5,000,000.00 
Six - pie Re th ae 2,0:'0,000.00 
Five es Moy tenho: Oobiaalst bb «bis cdiok hep ase 3,858.000.00 
Unclaimed dividends and interest...... ...._...... 352,522.99 


Pittsfield & North Adams dividend, due Jan. 1, 
1884 





sath sshed Onde anesthe Aphhebd 400k Miek waeeee 11,250.00 
Ware River dividend, due Jan. 1, 1884............. 26,250.00 
a rr re a eee 199,900.00 
Ledger balances due agents and corporations 363,307.58 
Improvement fund. ... . J 761,804.29 
Ware River sinking fund .. 49,329 


Profit and loss 





Cost of road and equipment 
Hudson River bridges 
RE atsictiesess § leseensscadgcskbvtboiene 
Real estate and land 


..$27,514,116.50 


wees Sees 0s Sa soovceasicocenesss 43710385 


The road was iu 
such a condition as to render an efficient operation of it im- 
practicable, and large and expensive improvements were 
immediately commenced &t the joint expense. The business 
of the road is.showing & very gratifying increase, and when 
the projected improvements are completed, and proper ter- 
minal facilities in Keene secured, the wisdom of the invest- 


‘** Our proportion of the cost of completed improvements 
on this road for the year ending Oct. 1, 1883, amounting to 
$34,695, although properly a charge to construction 
account, has been charged to income, as our earnings for the 


duced, notwithstanding the fact that unusually large ex- . “- 





475,485.00 


825 








been charged to premium account and $11,601 to the 
trustees, The fund now stands at $811,134, estimating all 
the stocks and bonds at their par value.” 

The traffic for the year was as follows: 





Train miles: 1882-83. 1881-82. Inc. or Dec. P.c. 
Passenger. .. .. 1,825.08 ' 1,805,924 I. 19.157 1.1 
= ae 3,634,116 3,608,313 I. 25,803 0.7 

PONE tas 4en~ shane 192,105 156,278 I. 5,827 22.9 

xk dinse ones 5,651,302 5,570,515 I. 80,787 1.5 
Passengers carried. 8,079,072 7,524,188 I. 554,934 7.4 
Passenyer-miles .... 157,255,971 151,255,032 I. 6,000,939 4.0 
Tons freight moved 3,411,324 3,415,329 D. 4,005 0.1 
Ton-miles........... 373,535,456 374,317,338 D. 781,882 0.2 

Av. train load: 

Passengers, No..... 86 84 I. 2 2.4 
Freight, tons ..... 103 104 D. 1 0.9 

Av. receipt: 

Per passenger-mile. 2.01 cts. 1.99 cts. 1. 0.02ct. 1.0 
Per ton-mile. ..... se 7’ Soe ae 6URLe OT 


Of the passengers carried 93,986 were through and 7,985, 
086 local. The tons carried were as follows: 


Between 
Boston and Albany. All other. Total. 
OS) eee 772 1,620,085 2,398,847 
West-bound......... ... 187,282 825,185 1,012,467 
Total .,... kone +sopeithed 054 2,445,270 3,411,324 
Per cent. of east-bound.. 80.6 66.3 70.3 


There were 2,549,244 barrels of flour carried from Alba- 
ny, 1,848,485 to Boston, and 700,759 to other stations. 

The cost per passenger and per ton per mile, counting one 
passenger-mile equal to one ton-mile, has been, for 16 years, 
In cents: 





p 1881 

* oe ee 
1.114 | 188: 
The traffic was substantially the same last year as in the 


previcus vear, the total movement, counting passenger- 
miles and ton-miles together, being 530,791,427 in 1882 83, 
and 525,572,370 in 1881-82, a difference of less than 1 per 
cent. 

The earnings for the year were as fellows: 





1882-83. 1881-82. Inc. or Dec. P.c 
Passengers......... ... $3,282,777 $3,014,161 I. $268,616 89 
Freight .. .-. . 4,472,180 2,984,132 I. 488,048 12.2 
rae 784,919 792,080 D. 7,161 0.9 
th: sis heneseneee $8,539,876 7,790,373 I. $749,503 9.6 
eee 6,158,904 5,560,990 I. 557,914 9.9 
Net earnings ........ $2,380,972 $2,189,383 I. $191,589 8.8 
Gross earn. per mile ... 22,773 20,984 I. 1,809 8.6 
Net 7 af der 6,349 5,892 I. 457 7.8 
Per cent. of exps........ 72.12 71.90 I. 0.22 .. 





me Miles | The proportion of expenses to earnings last year was high, 
—_ Bg hay Tt ay. ORE Pra Tn Co ea “S chiefly because of the improvements made, as shown below : 
Brookline Branch, Bostou to Cook street, Newton........ 6.85 The income statement is as follows: 
Newton Lower Falls Branch... ..... ...--- 0. ceeeeeeeceee 1.10 | Net earnings, as above........... - ......+-.... «+. $2,880,971.81 
CI HEED as | Sock) eeeccdedidiés ddee lésteceddoceete 3. Febewent GM DOMES. cccccccccsccce coe v0 $662,900 
RE I esacess 4s Slibnnneeesgeesanan Pittsfield & North Adams rental... 22,500 
WT DINING Eo ware Sek cocccdses cscs OO | Ware BieOF os oc ccc pes vvcccoss thekeki >» 52,500 
Athol Branch, Spriogfield, Mass., to Athol....... Dividends, 8 Ly cent., on stock other 
Hudson Branch, Chatham, N. Y., to Hudson than that held by Co.................... 1,407,100 arsenines 





Surplus not divided .................c000 «s+ ~ $235,971.81 
Loss on South Boston flats sold to N. Y. & N. E. Co. 70,098.22 
Ds bo cck danse vetotbuvicedébtcccevedes $165,873 54 
Surplus, Oct. 1, 1BB2 2... .......005 00 ccccccces so+ BiSRe een OS 





Surplus, Sept. 30, 1883 $2,798,795.17 
The report says: ‘‘The fiscal year just closed has been 
one of great prosperity; all branches of traffic show large 
gains in gross receipts. The net revenue, however, is not in 
roportion to the gross, because of very considerable out- 
ays for new work charged to expenses. The cost of the 
third and fourth tracks between Boston and the Charles 
River; building a double track and rebuilding that part of 
the Woonsocket branch purchased from the New York & 
New England Railroad Company, lying between Brookline 
and Cook street in Newton, amounting to $503,147.56, 
would ordinarily be charged to construction; but the busi- 
ness of the year showed such a large net revenue that the 
board decided tocharge all expenditures of this character 
to operating expenses. 

‘** In addition to the cost of new construction, quite a large 
sum has been expended for what may be called other than 
ordinary repairs. The items are : 


New interlocking and electric signals......... ........ $75,932.67 
Loss on South Boston property.... ......-....0-00+0+- 70,' 98.22 
New freight house at Pittstield... bée-ae' sO 7,366 07 
- ~~ 4 NG 16 toss ebondedepaneoetetss 23,211.92 
** passenger station at Palmer ............... . . 8,076 19 
* milk depot at Boston. ...........-.eeeeeeeececees . 6,692.55 





.seeeees $201,377.62 
“After all these extraordinary outlays, amounting in the 


8.75 aggregate to $704,525.18, have been charged to the current 


revenue of the year, we are still able to carry to the credit 
of profit and Joss $165,000. 

“In view of the exceedingly profitable business for the 
past 12 months the board has ordered a reduction of about 


119,678.96 | 10 per cent. from the established rate for single and pack- 


= q ?, 
Sasphas For Ce POWs x aisiccc cies ccctswicvcsssesace $248,178.57 age tickets, to take effect Nov. 1, 1883. The cost of a sin- 


Ledger balances due from individuals and corpora- 








From this surplus oue dividend of 2% per cent. was paid} _tions.... ........ ...... «.- “ 365,163.82 | ole ticket will then be substantially 244 ceats per mile, and 
July 1, and one of 3 per cont. mes been declared, payable a R. R. stock Psy > wont of eit conpens a we more than 2 ae per mite. 
Jan. 1, making 544 per cent. for the year. aien ane Reeired dort ileus ith id cd tea) 000. “An act o e gislature, passed in , gave this 

Early in May last the Massachusetts Ceatral Railroad | Trustees improvement fund 20. Soe oe | company authority to purchase the whole, or any part, of 

nae oft ; ry 2 < * 8s . in 

was surrendered by its stockholders into the hands of the | Springfield & Northeastern R.R... ........00 ....-. 438,358.28 | the Woonsocket Division of the New York & New England 
trustees of its first mortgage bonds. Negotiations have | Newton Highlands Branch.... ......... ..... ..+-. 411,400.00 | Railroad. No movement, however, was made in that direc- 
lately been progressing, looking to the resumption of opera- Rr rere . 3,858,400.00 tion until 1882: then that portion of this branch lying 


tions on this road. 

Tae erection of new freight-houses in Boston will be com- 
menced atan early day. In East Cambridge a sea-wall is 
being built on Miller’s River, which will give room for 
additional hay and lumber sheds—facilities much needed, 
and which will attract a much larger portion of this busi- 
ness to the road than heretofore. The increase in the coal 
business. at Mystic Wharf has been so large as to render 
additional accommodation imperative. Contracts have been 
let to do all the necessary dredging, and for building the 
remaining portion of the sea-wall and timber-pier, thus com- 
pleting, substantially, the work at this point contemplated 
at the time the property was purchased. Upon the comple- 
tion of this work this road will have the best facilities for 
the bandling of coal in Boston harbor. 

Large additions have been made to the tracks in Lowell 
che past year, and other improvements have been made. 
[ucreased yard-room will be necessary to the convenient 
and economical handling of business in the future. 

In Lawrence a large purchase of land for a freight-yard 
is now giving much greater facilities for handling freight 
at this point than heretofore. 

The report says: ‘‘ During the joint management of this 
rovd with the Concord Railroad, an undivided half-interest 
was purchased in the Manchester and Keene Railroad, ex- 


the road, and it was, therefore, on 


the c»pital stock which were purchased from tbe Common 
wealth of Massachusetts.’ 
6,527 shares will still remain in the treasury of the com 





securities held by the:n $49,651. 


$35,412,158.75 

The President’s report says: “‘Oa Aug. 18 of last year 
the company delivered to the State Treasurer $3,858,000 ia 
5 per cent. bonds, payable in 20 years, and the State trans- 
ferred to the Boston & Albany Railroad Co. 24,115 shares 
of its capital stock. It does not seem to your directors ihat 
the whole of this stock will ever be required for the uses ef 
wt. 27, 1883, voted 
‘That the Treasurer be authorized to distribute to private 
stockholders of record at ths close of business on Sept. 27, 
1883, one share for every LO shares held by the respective 
stockholders other than this corporatiou; and to issue to 
holders of less than ten shares assignable certificates for 
fractional rights, convertible into stock at the rate of one 
share for every 10 righis, if presented at the Treasurer’s 
office on or befere Dec. 20, 1883, in lots of 10 or multiples 
of 10; the purpose of this vote being to distribute to the pri- 
vate stockholders 17,588 shares out of the 24 115 shares of 


pany. 
* The trustees of the improvement fund received from the 
Of this sum $29,050 has 


between Brookline and Cook street in Newton Hizhiands 
| became valuable as a possible link ina line connecting the 
Brookline Branch with the main road at a point near River- 
side, making what is called a metropolitan circuit. The 
directors of the two companies could eS a upon the 

rice to be paid, and it was therefore refe to Mr. Altert 
Pivk, who awarded to the New York & New England Rail- 
road Co. $411,400, which was paid Feb. 17, 1883, and the 
company took possession of the premises. By building 
about three miles of road, from Cook street to the Charles 
River, tbe circuit will be complete. If the road is built the 
company will be able to do its suburban business somewhat 
cheaper than at present, and at the same time render better 
service to the public. 

‘There were built in the shops of the company 9 locomo- 
tives, 310 merchandise, 14 passenger, 2 baggage and 2. 
dra wivg-room cars. 

‘Twelve miles of new side track and 6,438 tons of steel 
rails, weighing 72 Ibs. to the yard, were Jaid during the 


-| year : 2,214 tons were used in vew work on the third and 
After the distribu:ion is made 


tourth tracks and the Newtcn H'gblands Branch, and the 
balance op the main line in } lace of lighter steel, which was 
taken up and laid on the branches. 

** The permanent way, rolling stock and buildings are in 
excellent condition,” 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this puper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful tohave any act of the kind reported to 
this office. 

Addresses.—Business letters should be addressed and 
drajts made payable to THE RAILROAD GAZETTE. Com- 
munications for the attention of the Editors should be 
addressed EpITUR RAILROAD GAZETTE. : 








Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery: and 
in their management, particulars as to the business of 
railroads, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which witl-be published. 


Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. Wegive in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers, Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask us to recommend them editorially, either 
Jor money or in consideration of advertising patronage. 








TESTING AND INSPECTING MATERIALS. 


That a buyer, in order to avoid being cheated, snust 
assure himself that the goods delivered are of the kind 
and quality agreed upon is a lesson which every per- 
son learns early in life, and is the general practite in 
all mercantile transactions. ‘That a precaution, the 
necessity for which is so generally recognized, should 
be so commonly neglected by railroad companies, 
which are among the largest buyers and consumers of 
material in the community, is a little surprising. Nev- 
ertheless there are probably very few railroad com- 
panies which have any adequate system for testing or 
inspecting material received, or, in fact, any organized 
method whatsoever for that purpose. This is no doubt 
due, in a very great measure, to the fact that, with 
the exception, perhaps, of the principal officers, no 
one engaged in the operating departments has any 
direct interest in securing good material, nor is it made 
the duty of any one to see that its quality is up to the 
required standard. In fact, one of the chief difficul- 
ties consists in establishing standards of quality for 
the many different kinds of materials used. It is not 
easy, for example, to say just what are the ascer- 
tainable qualities which lubricating oil or varnish 
should have. It would puzzle the combined intelli- 
gence of the engineers, master mechanics and master 
car-builders of the country to prepare specifications for 
each one of the many articles which are usedin their 
departments. Take one of the articles already men- 
tioned : whois there that is prepared to draw up exact 
specifications of the qualities which lubricating oil 
should have, which are ascertainable by testing and 
inspection? The same thing is true of many other 
articles, such as tool and spring steel, copper, brass, 
steel rails and tires, cast-iron wheels, paints, soap, 
textile fabrics, etc. An intelligent expert in the manu- 
facture of each one of these would probably have little 
difficulty in making specifications of ascertainable 
qualities, which if required in the material bought 
would be, to a very great extent if not entirely, 
effectual in guarding a railroad company against fraud 
in their purchase. 

We speak of ascertainable qualities because it is of 
little service to specify qualities which are not ascer- 
tainable. To say that an oil must be a good lubricator 
is not sufficient, because the question at once arises; 
How can we know, on inspecting the oil, whether it is 
a good lubricator. To say that steel tires should run 
so many thousand miles under given conditions with- 
out requiring to be turned is not enough. A master 
car-builder or master mechanic should know, when a 
car-load of such tires is received, whether they 








have the qualities which will make them wear well. 
Now, it is of course true that in mahy Cases there are 
no available means Of determining whether ma 
terials received have the qualities required. In 
other words, in many directions oir knowledge has 
not advanced far enough to enable us to deter- 
mine by test ahd inspection the actual value to 
railroad companies of many of the materials 
they are using. While this is true, and while our 
ignorance is to be deplored, nevertheless, it is 
also true that it is entirely practicable to make 
specitications of ascertainable qualities of many 
materials which will indicate vety Certainly their 
value to their users. Some railroad companies are 
now doing this and find it very much to their advan- 
tage. The qualities specified are such as are ascer- 
tainable by comparatively simple means if the material 
is carefully inspected and tested. If we take an article 
like bar iron, which enters so largely into the construc- 
tion of all rolling stock, it ‘will readily be seen 
that it is of very great importance that it should be 
known whether it is of good quality. Nothing need 
be said about the difference “between good iron and 
that of an inferior quality, excepting that it makes the 
difference between the failure of rolling stock, and 
other structures, in numberless cases, and thé failure 
to fail. The uscertainable qualities which good iron 
must have can be easily specified, and the tests are 
simple and can be quickly made. Only care and accu” 
racy are needed. Mechanical tests alone are required, 
although chemistry may at times throw much light on 
the subject. All that is needed is that the test should 
be carefully, accurately and honestly made. 

Notwithstanding these facts there is probably only 
a very small minority of the railroads in this country 
which have anything deserving the name of a system 
for testing and inspecting the bar iron which they use. 
Ordinarily no means whatever are employed, except- 
ing mere casual observation, to determine the value of 
different kinds of coal used, although its cost amounts 
to about 10 per cent. of the total operating expenses. 
A very simple way of getting at this is to keep a care- 
ful account of the consumption of different kinds by 
engines doing equal amounts of work. 

It is of course true that in making tests the aid of 
chemistry and other science must often be called 
in, and it is also true that there is nothing which 
some excellent people seem so much afraid of as 
‘*science.” They regard it as a species of sorcery 
or jugglery, and have the feeling that when its 
help is sought, somehow there will not be fair 
play. Now it may be assumed as_ generally 
true, that no one regards scientific knowledge of 
which he himself is possessed as useless, or, within its 
own limitations, untrustworthy. Men are suspicious 
of such knowledge only as they @re ignorant of. It is 
true that there is a great deal of humbug which assumes 
the name of science, but true science is, after all, only 
a superior quality of common sense. 

If the tests of materials are to have any value, they 
must be carefully made. Care and accuracy in mak- 
ing them insure definiteness of knowledge concerning 
the qualities of the materials tested; and definiteness, 
Herbert Spencer says, is the characteristic which dis- 
tinguishes scientific knowledge from ‘‘ that indefinite 
knowledge possessed by the uncultured.” Almost any 
railroad officer, if he had accounts to keep involving 
the expenditure of money, would insist on having 
them kept with absolute accuracy, because experience 
has taught that unless they are so kept errors of a 
very serious character are certain to occur. Now, 
in keeping accounts the limited training which 
the accountant has in mathematics is what 
gives him the capacity for. exactness, precis- 
sion or definiteness. Tests as simple as those re- 
quired to determine the quality of bar iron must be 
made in a somewhat delicate machine, and the observa- 
tion and records must be accurately made, otherwise 
they will be misleading and valueless. The same 
thing is true of the tests of other articles. When the 
aid of chemistry is called in the analyses are worthless 
unless they are made with precisicn, which often 
requires the most delicate and painstaking manipula- 
tion and observation. In fact it is difficult to see how 
any system of testing and inspecting materials would 
serve its purpose, without having it assume a more or 
less scientific character. 

It will generally be found, though, that if any 
system of testing or inspecting materials is proposed 
for a railroad company, it will meet with a great deal 
of opposition from various sources. Of course all 
who are profiting by the sale of articles of poor quality 
at good prices will resist to the utmost any thorough 
system of testing. Then, too, it is apt to interfere 
seriously with the equanimity of the purchasing 
department. Materials are apt to be rejected, and 
what perhaps may be regarded as the best bargains by 


those who made them turn out to be just the reverse, 
Honest and intelligent inspection interferes; to0; 
seriously with all douceurs, if there are any, which 
hide under the shadow of purchasers. Douceurees, to 
coin a word, are quite certain to object to any system 
of tests or inspection likely to reveal defects or defi- 
ciencies in the articles the sale of which is a source of 
revenue to them. Douceurists, to make another 
word, are apt to be equally pronounced in their oppo- 
sition to a system Which is quite sure to interfere with 
their little gains. ». 

Considering, then, that those who buy material and 
those who use it may have reason to object to thorough 
tests and inspection, and knowing, as most railroad 
managers must; that it is difficult to prévérit entirely 
doucetrrism, to take fiitther libeities with the language, 
on any foad, and that some are perforated by it 
through and through, as piles in salt water sometimes 
are by the teredo, it obviously follows that the inspect- 
ing and testing department should be made quite inde- 
pendent of those on whose acts it must in a measure 
pass judgment. The testing department should, in 
fact, to insure efficiency, be subject to the authority 
of the general management only, so as to be quite free 
to pass jiidgnient On those things for which different 
departments are responsible. 

It must be remembered, too, that the testing of ma- 
terials used on railroads as both a science and an art 
has not yet advanced very far. Let the principal rail- 
roads once establish such departments, and appoint 
competent men to preside over them. and the attain- 
able knowledge would soon be formulated, and ad- 
vances be made in many directions. It is quite rea- 
sonable to expect that very complete specifications 
would soon be prepared for almost all the materials to 
be bought and used, that new methods would be dis- 
covered and new instruments devised by which the 
qualities and the value of such materials could be 
quickly and certainly ascertained. This cannot be 
done without calling in the aid of science, or, what is 
the same thing, « superior quality of common sense. 





PROSPECTS OF THE MEXICAN RAILWAY. 


The Mexican Railway Company, which owns the 
old road from Vera Cruz to the city of Mexico, which 
is stillthe only line connecting the populous table- 
land of Mexico with the seaboard, in its report for 
the first half of 1883 shows for the first time the effect 
of competition, and since that time has felt very de- 
cidedly the effect of less activity in railroad construc- 
tion and reduced shipments of railroad material over 
its line. Previously the American railroad enter- 
prises in Mexico had been of immense ad- 
vantage toit. From 1879 to 1882 its gross earnings 
increased 85 per cent. and its net earnings 111 
per cent., and the common stock, which had never 
paid anything before 1880, yielded a dividend at the 
rate of 14 per cent. per annum in the last half of 1882. 
Now considerably more than half of the entire increase 
in gross earnings in this time was in earnings on im- 
ports. As the new railroad construction has caused 
unusual activity in business in Mexico, employing a 
great many men at what were there high wages, and 
putting into circulation a great amount of money 
brought from abroad (almost for the first time in the 
history of the country), it must have had a very 
decided effect on general business, so that the whole 
traffic of the sole railroad connecting the centre of 
population with the sea must have been greatly stimu- 
lated by it. The new railrouds, directly and indi- 
rectly, were doubtless the chief cause of the increase 
in traffic and profits of the Mexican Raiiway since 
1879. 

In any ordinary country under ordinary circum- 
stances these railroads would be more advantageous 
after their completion than during construction. Their 
main terminus is at the City of Mexico, to which 
the Mexican Railway is now the sole outlet. The 
country, however, is not like most others, and the cir- 
cumstances are peculiar. In spite of the great growth 
of traffic and earnings on the Mexican Railway, the 
production of the country, as indicated by its traffic, 
has grown very little ; the exports remain insig sifi- 
cant. In the first half of this year only 7,451 tons of 
goods for exportation were carried over this road, 
and with the exception of pulque,the national beverage, 
the total products of the country carried by these 298. 
miles of road amounted to but 27,500 tons, which is a 
little less than in the first half of 1881. The excep- 
tional prosperity due to the new enterprises might 
well have prevented an increase in exports by caus- 
ing a greater domestic consumption ; but it should 
have been felt in increased production, and would 
have been in a country like the United States. 

But another thing which makes the Mexican Rail. 








way exceptional, and peculiarly liable to have its 
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revenues greatly affected by competition, is its enor- 
mously high rates. The average rate per ton per mile 
has been more than 12 cents, of about ten times the 
average in this country. Just so soon as a rival is in 
position tv compete for traffic carried at such rates it 
is almost sure to make sad work-with them. Indeed; 
the highest rates permitted to the chief American 
companies by their concessions are much less than this 
average rate. The Mexican Central’s maximum is 8.7 
cents per ton per mile for first-class, 5.8 for second-class 
and 8,6 for third-class freight. 

This might have little effect on the Mexican Rail- 
Way if it were to remain the sole approach to the popu- 
lation of Mexico. So far itis, but it will not long re- 
iidin so. The ¢ompetition which it feels already is 
that of a line exténding from the city of Mexico east- 
ward to the pulque-producing country, some 50 miles, 
and the traffic competed for is not through but 
local. This competition has been felt only in the first 
half of this year. Compared with the corresponding 
half of last year the Mexican Railway carried but 7 
per cent. less pulque, but it received 41% per cent. less 
for carrying it—$113,145 instead of $194,105—the 
average rate per ton per milefor carrying it having 
fallen from 12 cents to 6.8 cents. This competing 
road, we believe, is to be extended to Vera Cruz, and 
if soit will compete for the entire import freight of 
the Mexican Railway, which yielded in the first half 
of this year no less than 76 per cent. of its total freizht 
earnings, as well as for the through passenger traffic, 
the trifling export freight, and some of the local 
freight. 

But whether this Mexico-Vera Cruz line is com- 
pleted or not there will soon be a line from Mexico to 
the Gulf at Tampico, and lines to various points on 
the United States border, through which, by compara- 
tively long routes, imports may be carried in bond. 
These longer routes could not compete with the Mexi- 
can Railway if it were not for the enormous rates of 
the latter, which on imports in the first half of this 
year averaged 12} cents per ton per mile, equivalent 
to $1.81 per 100 lbs. from Vera Cruz to Mexico, 
which may be compared with the average through 
rate of 47 cents per 100 Ibs. on the Central Pacific over 
the 833 miles between Ogden and San Francisco in 
1880. Now, however indirect the routes, we may be 
sure that all the lines will be glad to carry from Gulf 
ports to the city of Mexico for less than this, and one 
of the first effects of the opening of a new line from 
Mexico to a Gulf port, whether it be Tampico or a 
United States port, will probably be a reduction of 
one-half or so in the rate of 133 cents per ton per 
mile on imports which the Mexican Railway has been 
able to collect, unless the Mexican Government, to 
favor the port of Vera Cruz, makes it more difficult 
to import by other ports. Tampico has a bad harbor, 
even worse than the very bad one of Vera Cruz, and 
it may be some time after the railroad is completed 
before imports can be made conveniently by that 
place ; and Vera Cruz has the enormous advantage of 
established steamer lines to this country and Europe; 
but a reduction of $15 per ton or so on imports will over- 
come many obstacles.. Now as nearly two-thirds of 
the gross income of the Mexican Railway Company is 
from imports, a great reduction in the rates on that 
traffic accompanied by a diversion of some part of it 
will make an enormous difference in its profits, for 
with a decrease in traffic no permanent decrease in the 
expenses per unit of traffic can be expected. This ex- 
pense in the first half of this year was $2.57 per train- 
mile, or 3.3 cents per passenger-mile and about 5 cents 
per ton-mile, the average train load being about 90 
passengers and 59 tons of freight. 

We have said that im the first half of this year this 
road showed the effects of competition for the first 
time. Notwithstanding this it was a very prosperous 
half-year, the total traftic’ and earnings having been 
greater than in any previous half-year save one, 
t hough there was a considerable decrease in net earn- 

ings due to making exceptionally large expenditures 
for maintenance. 

For six successive half-years the course of trafiic and 
earnings has been : 


Pass Ton Gross Net 

miles. miles earnings. earnings. 
2d half 1880...... 7.287.971 9,686,024 $1,910,722 $1,107,402 
1st half 1881...... 8,614,824 15,961,769 2,538,492 1,635,901 
2d half 1881.... 8,419,499 13,274,607 2,396.607 1,490,487 
1st half 1882......10,184,921 17,188,615 2,760,548 1,757,037 
2d half 1882...... 9,831,566 %1,344,879 3,250,737 2,038,017 
ist half 1883...... 9,978,205 20,755,560 3,180,100 1,699,167 


The decrease in traffic and in gross earnings was 
therefore trifling. There was no decrease, then, to 
speak of in the materials carried for the new rail- 
roads, which for five successive half-years had been, 
in tons of 2,204 lbs. (elsewhere we have reduced metric 
tons to tons of 2,000 Ibs.) : 


Ist half 2d half 1st half 2d half 1st half 
1881. 1881. 1882. 1882. 1883. 
24,633 13,112 17,818 29,380 28,118 





THE RAILROAD GAZETTE. 


The falling off in the earnings ftom this traffic has 
been since June. 

The directors say in their report for the first half of 
the year that ia the three months succeeding that half- 
year, fuly to September, inclusive, the gross earnings 
fell off froma $1,504,000 in 1882 to $1,250,500 this year, 
and that the decrease in earnings from railroad mate- 
rials for this time was $146,600. which is but little more 
than halt of the total decrease. They find reason for 
surprise that in the three months ending with June 
the earnings per week from traffic other than 
railroad materials were $87,000, and fell in the next 


three months to $73,570; but not only did the 
yellow fever epidemic at Vera Cruz in the 
latter period affect all the import _ traffic 


of the road greatly, but it is probable that the reduced 
amount of railroad construction, reflected by the great 
deerease in materials carried, has a considerable effect 
on the general traffic of the road. The directors 
say ‘the Central Railway is nearly approaching the 
completion of that portion of its line for which 
materials are supplied from the south, and there 
has been a temporary inactivity on the part of 
the National Railway Company in the _ prose- 
cution of its enterprise within the range to which the 
Mexican Railway has acted asa channel of supply.” 
This means, too, that the supplies of the men engaged 
in construction have not been carried to as great an 
extent by the Mexican Railway, and that the great 
expenditures for construction have been largely in dis- 
tricts which do not much use that railroad, and this 
will account in part at least for the decrease in earn- 
ings from general traffic. 

The directors refuse to estimate the effect of the 
lines soon to be completed on the traffic and rates of 
the road, but they endeavor to draw some comfort for 
the stockholders from a prospect of lower working 
expenses, the road having been put into much better 
condition than heretofore by large expenditures on 
track and rolling stock. 

A considerable decrease may be possible, as the 
expense per train-mile and still more per ton per mile 
is altogether without precedent in this country ; 
but the great decrease of from 12 to 6% cents per 
ton per mile caused by competition in the earnings 
from the pulque traffic leads ‘us to question whether 
the extension of the competition to the imports may 
not reduce the earnings many times more 
than any possible saving in expenses. A _ simi- 
lar reduction in the rates on the foreign freight carried 
in the last half-year would have taken $910,000 from 
the net earnings, which is 53} per cent. of their whole 
amount and 614 per cent. of the working expenses. 
It will certainly be a marvelous change to reduce the 
expenses as much as that. If the competition reduces 
the amount of the import freight as well as the rates 
on it, there will be a further decrease in the net earn- 
ings. Indeed, with a railroad of only moderate dif- 
ficulties-—-with any railroad in the United States prob- 
ably—the average expense per unit of traffic would be 
a very liberal average receipt, and if the new Mexican 
roads can afford to work for such an average rate 
they will soon make short work of through traffic of 
the Mexican Railway by carrying at rates which will 
not pay its expenses. As tothe cost on these roads, 
however, there is no definite information. We under- 
stand that all the lines are much more favorable for 
cheap working than the Mexican, but with the thin 
traffic probable and other disabilities the cost may be 
very much greater than is common in this country. 








The Year’s Grain Crops and the Grain Movement 
since July. 

This year’s grain crops are estimated by the December 
report of the Department of Agriculture to be “‘slightly 
more” than 400 million bushels of wheat against 504 
millions last year, 507 millions of oats against 488 
millions last year, and ‘‘afew millions” less corn than 
the 1,600 millions which the October report indicated. 
This, the report says, ‘‘ makes no difference for infe- 
rior quality, which seriously increases the practical 
shortage.” Last year’s crop was 1,617 millions. The 
yield of rye and barley is reported ‘‘a little less” than 
last year, when it was 79 millions. We may say, then, 
that the total crop of cereals this year is about 2,582 
millions of bushels, against 2,686 millions last year, 
a decrease of 119 millions, or 44 per cent. The whole of 
our exports in 1882 (when they were much less than 
usual, however,) were 163 millions. The decrease this 
year is chiefly in wheat, which is the most valuable 
of the grains. The increase of 19 millions in oats will 
offset about 7 millions of wheat or about 12 millions of 
corn. 

This makes the prospect for grain traffic during the 
rest of the crop year decidedly bad, for lines west of 
Chicago at least, for the movement from the farms 
has been decidedly large so far, The receipts of the 
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Northwestern turkets for the four months from 
August to November, inclusive, have becn : 
1881. Is8Z 188", 
96,201 3:40 90.055,078 1.9,311,7348 
Thus we see the movement this year has been 80 
millions more than last year, when the aggregate crop 
of small grains was much larger, 33 millions more 
than in 1831, and even 4 milions more than in 1880, 
when crops of all kinds were large, and there was a 
great surplus over from the unprecedented corn crop of 
1879. It is true that a large part of the heavy move- 
ment this year has been due to the corn crop of last year 
(though that was not a large one) and probably another 
large part to an unusual surplus from last year’s 
wheat crop ; but after allowing for this, it would seem 
that there must be a smaller amount of grain to be 
marketed than usual on the farms in the Northwest. 
The feeling that there has been a light grain move- 
ment this year, which is quite prevalent, is doubtless 
due to considering chiefly the receipts at Atlantic: 
ports and the exports. The Atlantic receipts have 


1880. 
125.619,441 


been for these four months: ’ 
1880. 1881. 1882, 1883. 
120,481.886 79.649,( 83 8 3,098,244 79,143,839 


Here it may be said that after all the Atlantic re- 
ceipts were nearly as large as last year, and were very 
largely exceeded only in 1880. But we have been led 
to look upon 1880 as a noimal year and 1881 and 
1882. as abnormally unfavorable years, which 
ip some respects they were; for the failure of ail 
crops in 1881 caused light shipments of small grains in 
these months, which were as large as they were only 
because there was a large surplus of corn on hand from 
the crop of 1880; and last year, though there were the 
largest crops of wheat and oats ever known, shipments 
of corn to the seaboard ceased almost entirely, because 
there was scarcely any left from the wretched crop of 
1881. Moreover, the seaboard receipts in 1880 were not 
so altogether without precedent as this statement for 
the four years would make them appear. For four 
successive years previously they had been, for the four 
months Aug. 1 to Dec. 1: 

1876. 1877. 1878. 1879. 
62,661,291 87.137,111 106,154,307 122,994,842 

We are not accustomed in this country to see any 
permanent falling-off in any kind of business. After 
the great and) apid increase from 1876 to 1879 we might 
have reconciled ourselves to a cessation of growth, but 
a reduction of one-third in a single year and no recov- 
ery from that for three years is not readily accepted 
as a natural condition of things; and when we find 
that we have to go back tothe dark ages before 1877 
to find seaboard receipts as small as this year, we are 
astonished. 

And in view of the enormous receipts of the North- 
western markets this year, we have a right to be. The 
receipts of the Northwestern markets in this after- 
harvest period till the close of navigation grew some- 
what like the Atlantic receipts from 1876 to 1879, as 
shown below : 

1876. 1877. 1878. 1879. 
73,498,619 86,313,171 99,172,229 120,735,72 

But since 1880, as the first table shows, they have 
not fallen off like the Altantic receipts, and this year 
indeed, have been larger than ever before. In 1876 the 
Northwestern receipts were eleven millions more than 
the Atlantic receipts ; then for three years the Atlantic 
receipts were a little the larger ; but for the last four 
years (during this period of four months) the receipts 
of the Northwestern markets have again been larger 
than the receipts of the Atlantic ports, and the excess 
this year is truly enormous. This excess of North 
western over Atlantic receipts for the last four years 
has been : 

1880. 1881, 1882. 1883. 
5,138,555 16,552,157 16,556,834 50,167,8 

The difference this year is so great as to call for re- 
mark and speculation as to what has become of the 
grain. An unusual accumulation in Western elevators 
accounts for a comparatively small part of it; the re- 
mainder seems to have been absorbed by the country 
between the West and the seaboard; but why it should 
have taken so much more than usual is not apparent. 








The Mobile & Ohio. 


The Mobile & Ohio Railroad, which was the first of the 
railroads completed from the North to the Guif (it was 
opened in 1859), seems to make less progress than most 
other Southern roads. Its passenger traffic in the last fiscal 
year (to June 30) amounted to 13,335,825 passengers carried 
one mile, which is at the rate of 35 passengers (less than a 
car full) carried each way daily over the whole length of the 
road. This is the largest passenger traffic the road has ever 
had of late years, however, and the growth of this traffic 
has been uninterrupted since 1879, when it was greatly re- 
duced by yellow fever. The increase since 1877 is 50 per 
cent., however, since 1830 27 per cent., since 1882 73¢ per 
cent. This is doing as well as most roads, or better rather ; 
but less than a fifth of the company’s earnings is from pas- 
sengers, and if we go back of 1874 we find that the trave} 
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then was much greater than now. The freight traffic of 
late years shows no such progress, while elsewhere usually 
freight has increased much faster than passengers. 

The course of the traffic for thirteen years past is shown 
below, where the figures headed ‘*Passenger” and ‘‘Freight’» 
denote millions of passengers and tous carried one mile: 


Year. Passenger. Freight.| Year. es) ah Freight. 
1870-71 5.8 47.0 | 1877-78 8 70.7 
1871-72 16.3 57.0 1878-79 70 58.4 
1872-73 14.2 54.2 1879-80 10.5 3 : 
1873-74 9.6 52.1 1880-81 11.3 
1874-75 8.7 46.4 1881-82 12.4 75.2 
1875-76 9.0 52.3 1882-83 13.3 75 3 
1876-77 9.0 61.4 | 


Thus the freight traffic last year was but 7!s per cent. 
more than in 1877-78, and was 13 per cent. iess than in 
1880-81. Although the last fiscal year coincided with the 
best cotton year, and the year before with one of the worst 
this company’s freight traffic was nearly the same in 
both years. 

There has not been wuch new railroad construction to 
divert the local traffic of this road, but the through traffic 
must have been largely diverted, first by the extension, im- 
provement and more effective working of the Chicago, St. 
Louis and New Orleans, especially when it came under the 
control of the Illinois Central, and then by the consolidation 
of the Louisville & Nashville system, with through lines to 
Mobile and New Orleans, assisted by the Cincinnati South- 
ern enterprise and the multiplication of routes south of the 
Ohio to the Atlantic seaboard. 

If we go back to years previous to 1878, however, we find 
a large iucrease in freight traffic. For six years ending in 
1876 the average was 51/4 millions of ton miles. The 
whole increase was then made in the four years ending in 
1880, amounting to 54 per cent, and in the last four years 
the traffic has been comparatively stationary again, averag- 
ing 79‘¢ millions per year, and less in the last two than in 
the first two years.. 

That this arrest ia growth has been due to the diversion 
of traffic by rivals is indicated by the course of earning 
over its next neighbor tu the west, the Chicago, St. Louis & 
New Orleans. We compare them below, noting that those 
of the last named company are for the calendar year, while 
those of the Mobile & Ohio are for the year ending with 


June: 

C., St. L. C., &t. L 
Year M. & O. &N.O Year. M. & O. & N.O. 
1872.... $2,952,507 $3.180.40: | 1878 ... $2,098,540 $2,842,434 
1873.... 2,801,127 3,232,159 1879 1,830,620 3,357,305 
1874 2,391,019 3,219,316 1880. 2.284.615 3,716,902 
1875.... 1,914,347 2,101,871 1881. 2,377,817 4,059,151 
1876 1.981 ,569 2,948,200 1882.... 2,164,274 3,848,537 
1877 2,083,274 3,100,595 | 1883.... 2,271,058 *4, 250, 519 


~ * Year to June 30. | 


To this we may add that for the six months ending with 
June last, Mobile & Ohio earnings were $965,379 and 9.8 
per cent. more than the year before, while Chicago, St. 
Louis & New Orleans earnings were $1,957,160 and 25.8 
per cent. more than the year before. The latter has 578 
the former 528 miles of road, and neither’s mileage ha 
been much increased since they were opened through, the 
main line of the Mobile road being 493 and that of the New 
Orleans road 549 miles. For the year endiug with June 
last the earnings of the Chicago, St. Louis & New Orleans 
road were $4,250,519. We seethen that the last named 
road may well have been a chief obstacle to the 
growth of traffic and earnings on the Mobile & Ohio. 
They are close together and come into compe- 
tion for local traffic only for a short distance in Kentucky 
aud Tennessee; for most of their length they ure very far 
apart. We see that there bas been substantially no in- 
crease in earnings on the Mobile & Ohio. In the first six 
years in our table they averaged $2,364,000 per year; in 
the last six, $2,171,000. With the New Orleans road it has 
been very different. Its carnings were stationary in the 
first six years, it is true, averaging $3,130,000 per vear: 
but the progress since 1878 has been rapid and great, and 
for the year ending with June last the earnings were 


5 ¢ . t i cP ,120,- : , é ; : 
Se ea ee een een See eS Dees, See es, 2aO |had acquired suca a reputation for his cars, that it was 


000 more than the average of the first six years, and, allow- 
ing for the effect of the very bad crops of 1881 on the 
traftic of 1882, the growth in earnings seems to be progres- 
sive. 

With regard to net earnings the Mobile & Obio has 
fluctuated more than in gross earnings of late years, but 
they do not increase, as they could not be expected to do 
when traffic is stationary and competition increasing. The | 
net earnings once reached a million (in 1872), but for the 
five years ending in 1879 they ranged from $163,226 to 
$379,469, averaging $298,397. For the last six years they 


pes been: 
877-78. 1878-79. 1879-80. 1880-81. 1881-82. 1882-83. 
8276, 321 $379,469 $824,936 $815,331 $462,129 $63C, 034 


In this period the largest net earnipgs were at the rate of 
$1,565 per mile of road. Last year they were $1,196—little 
less than 6 per cent on a capital of $20,000 per mile. 

The obligatory fixed charges of the company amount to 
but $456,000 per year, being 6 per cent. on $7,600,600 of 
first mortgage bonds. On the $9,000,000 of *‘ income de- 
bentures” interest is payable only when earned. 

Most people probably do not know that this company had a 
land grant. 1t not only bad, butit bas one,which it bas great 
difficulty in getting rid of. In 1877 it had 1,181,593 acres ; 
in 1882 this amount had been reduced only 38,251 acres. 
Unlike some other companies, it does not put an absurd vai- 
uation on lands that cannot be sold. Last year it valued its 
1,143,342 acres at $540,705. They are not worth much, 
it is true, but rather more than some other land grants 
in the Rocky Mouotsins and on the plains cither 
side of them, concerning which we see statements thet 
‘if the remainder of the company’s lands (perhaps chiefly 
mountain and desert) are worth only as much per acre as 
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what the company has already sold ‘iealie its choicest 
agricultural land ind that nearest market), the value of it 
is so many millions, or tens of millions, of dollars.” 

The earnings per mile of the Mobile & Ohio used to be not 
very far from those of the Chicago, St. Louis & New Orleans. 
They were $3,982 in 1878, for instance, against $4,918 on 
the New Orleans road. Now, however, they are far apart, 
| the latter having earned $7,347 per mile in year ending 
|with June last; the Mobile & Ohio $4,309—the 
°| former 70 per, cent. the most. The Mobile & Ohio 
is not so far below the average of Southern roads as 
the Illinois Central’s Southern Division is above that 
average, however. Thus compare its $4,3C9 per mile with 
the $2,954 of the Alabama Great Southern, the $5,555 of 
the Nashville & Chattanooga (which is a trunk line connect 
ing two great systems), the $4,751 of the Richmond & Dan- 
ville, the $4,021 of the Virginia Midland, in the calendar 
year 1882; or the $4,611 of the Great Central of Georgia 
system for the year ending with August last, or the $4,282 
of the Georgia Railroad in its last year, not to say the 
$1,751 of the Brunswick & Western, the $3,492 of the 
Vicksburg & Meridian, or the $4,011 of the Memphis & 
Charleston. Tne comparison is unfavorable with other 
lines from the Ohio to the Gulf, however. Apparently the 
others have the advantage in northern connections, and 
they ‘ertainly have the advantage in southern termini. 
Mobile seems to dwindle in importance, and the Mobile & 
Ohio cannot utilize its connection with New Orleans to 
its full value, because that connection is now owned by the 
Louisville & Nashville, which naturally prefers to carry the 
through trattic so far as possible over its own road between 
Mobile and the Ohio River. 

The completion of the New Orleans & Northeastern road 
may possibly enable the Mobile & Ohio to get a larger 
share of the New Orleans business, though this road will 
compete with it for local traffic in a fertile valley where 
they cross. The Northeastern is one of the lines of 
the Cincinnati, New Orleans & Texas Pacific Company, 
and so far as possible, doubtless, will exchange traffic with 
the Alabama Great Southern. But it will hardly be possi- 
ble to doa Chicago-New Orleans business by way of Cin- 
cinvati, and for this the Mobile & Ohio and the New Or- 
leans & Northeastern might make an alliance. The Mobile 
& Ohio would get a haul of 358 miles on such traffic. The 
line made by the two roads is 548 miles between Cairo and 
New Orleans, against 549 by the Chicago, St. Louis & New 
Orleans. But it can have no connection north of Cairo 
which is able to command as much traffic as the Illinois 
Central, though there is another short route to Chicago. 

Since the close of its past fiscal year the Mobile & Ohio 
has made a small gain in gross earnings, and a much 
larger one in net earnings. For the four months, from July 
1 to Oct. 31, it reports working expenses as well as earnings 
by which it appears that while the gross earnings have 
increased ouly $26,143, which is less than 4 per cent., the 
working expenses have been reduced $55,871,or .0 per 
cent,, so that in net earnings there has been an increase of 
no less than $82,014, or 56 per cent. The expenses last 
year were 79 per cent. of the earnings, this year 6814 per 
cent. 





A New Sleeping Car. 





The Mann ‘ boudoir car,” which isdescribed as everything 
that is comfortable, luxurious and aristocratic by the com- 
pany owning it, in a circular which we copy this week, is 
not, as perhaps is generally supposed, of European origin, 
but is an American institution, or rather the design of an 
American, which was first introduced in Europe and is on 
the Continent used more than any other form of sleeping 
ear. It is, we believe, neurly fifteen years ago that 
Colone! Mann presented his design to Europeans. At 
that time Mr. Pullman bad made such headway in intro- 
ducing his cars, had so fully occupied the field, and 


probably the part of discretion for one not fortified by a 
great capital not to attempt to dispute the field with him. 
A car even materially better than a Pullman car would not 
easily have found acceptance, because the traveling public, 
experienced and inexperienced alike, bad been led to believe 
that there was nothing like a Pullman car, and the work of 
demonstrating the contrary, even with the help of a superior 
vehicle, would have required a great deal of time and 
money, as the Pullman Company had contracts with most 
of the best routes. 

It was av agent of the Pennsylvania Railroad, we believe, 
who secured a party in California to go east over the Rock 
Island and the Fort Wayne roads, and quartered them east 
of Council Bluffs in one of the Pennsylvania ‘ silver palace ” 
Woodruff sleeping cars, and was kept busy all the way to 
Pittsburgh in convincing them that they were not riding in 
a Pullman car, the Cali‘ornians supposing that av unusually 
handsome and Juxurious car must be a Pullman car. 

Abroad Colonel Mann had an almost unoccupied field. 
| English railroad managers, however, seemed disinclined to 
even try the innovation, though afterward they adopted 
Pullman cars to some extent. On the Continent the Mann 
car tound support ; a Belgian company was organized to 
introduce them by contracts witb railroad companies some- 
thing like those of the Pullman Company in this country, 
aud there are now routes in many countries on which they 
are run, though they are not used to anything like the 
extent that sleeping cars are used in this country, partly 
probably, because there are fewer very long journeys 
there, partly because the first-class cars are luxurious and 
generally so nearly empty that the passenger has a good 














deal of room in them in which to make himself comfortable, 
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and partly because the rates for sleeping-car accommoda- 
tions are much greater than here, and are added to much 
higher first-class fares than are charged on most of our long 
routes. Itis true, however, we believe, that no other sleep- 
ing car than the Mann is much used on Continental railroads, 
though it is not true, as has been said, that it is the only 
sleeping-car used there, unless the Pullman cars have 
recently been taken off from some of the routes. 

The Mann car was developed to suit European railroads 
and European wants. In Europe it is a 4-wheeled or 6- 
wheeled car. The company’s circular is thoroughiy 
European, too, laying great stress on the patronage of 
“royal and noble personages, and the haut monde of 
Europe.” The people occupying corresponding public 
stations in this country (say the New York Board of Aldermen 
at this end of the New York-Boston line and the Governor 
of Massachusetts at th2 other) may be attracted by these 
aristocratic precedents, though they are not usually credited 
with courting the ‘‘ seclusion” which a Mann “boudoir” is 
said to grant. Prima donnas enjoying an income of 
$5,000 a night will naturally prefer aristocratic surround- 
ings, and “‘ professional beauties” and their “ friends” may 
desire the ‘‘ seclusion” and perhaps the safety claimed for 
the transverse berths, because the “ vital parts” are in the 
centre and not near the wali of the car in case of accident, 
will be an attraction to those whose brains are not vital 
parts. 

It isan error tu suppose, however, that separate apart- 
ments or staterooms like the Mann ‘ boudoir” bave not 
been known here before. Nearly every sleeping car has 
one, and some have, or used to have, more. They bave been 
made in many different ways, and some of them with 
almost allimaginable accommodations. Apparently fewer 
are made now than formerly. The Pullman and other 
sleeping car companies can probably tell why. We suspect 
that it is because they are the part of the car which is most 
usually unsold. Certainly if people had wanted them at a 
paying prica they would have been supplied with 


all they wauted. Possibly the Mann boudoirs may 
prove more popular than the _ sleeping ear 
staterooms, They are, apparently, intended to be a sort of 


“double-first-class” car, and if in any way the impression 
can be made to prevail that itis rather vulgar torideina 
sleeping or parlor car, the fortune of the Mann Boudoir Car 
Company will be made. We do not much care what the 
royal and nobie personages of Europe do, but we are dread- 
fully afraid that Mrs. Grundy will think we are a little 
“close.” And with the considerable number of enormously 

wealthy people in this country now, it is possible that 

there may be a considerable demand for the hire of 
entire cars; in this, however, the Mann Company will 

have to meet the competition of an enormously strong cor- 

poration which has shown wonderful skill in discovering and 
catering to the wants of the traveling public. Indeed, the 
difference between the state of things now and when the 
Mann car was offered to the European rather than the 
American public is chiefly that the Mann Company has 
some strength and reputation now, while then it had none, 
that there are about 70,000 more miles of railroad here and 
more rich people. 





Chicago, Burlington & Quincy Earnings in October. 


The earnings from different sources and the working ex 
penses of the Chicago, Burlington & Quincy Railroad for 
the month of October have been: 





1883. 1882 Inc. or Dee. P.c. 

Passengers ...... ..--. $534,756 $539, S68. = 597 0.8 
eee Wooo 53 +- 444,009 27.1 
Miscellaneous. ........ 126,461 93,838 + 32,628 34.8 
Rs. oizseas $2,742,479 $2.270.444 + 9472035 20.8 
EXpPenseB........ eos 1,115,245 963,387 + 151,858 15.7 
Net earnings......... #1, #1,627,934 954 $1, 307, 057 +- $320,177 24) 5 
This great increase of 20% per cent. in gross and 2414 per 


cent. in net earnings is made with scarcely any increase in 
mileage. But we see there wus no increase in passenger 
earnings, and substantially the whole gain was in freight. 
The earnings were less than in September, but with that 
exception they were the largest in the history of the road. 

From eleven successive years the gross and net earnings 
and expenses, and the mileage (approximately) in October 
have been : 


Gross Net 

Year Miles. earnings. Expenses. earnings. 
1873 1,268 $1,187.879 $547,435 $640,444 
RRR Sete 1,268 1.129,192 625 "075 503,217 
1875 1,342 1,188,610 545 9,343 643,267 
1876 1,620 1,359,269 555,885 803,384 
DEEMGccate- deaeweee 1,656 1,290,114 591,691 698,43 
es 1,733 1,368,348 739. 790 608.558 
| Ee 2,597 1.709,932 646,086 1,063,846 
ITs 6. teens Veenade 2,712 1,934,762 780,560 1,154,202 
BDL since cnenseesece 3,168 2,031,001 898,277 1,132,72: 

Fe rere 3,230 2 270,444 963.387 1,907,057 
POO. cwiten¥aur, «aed 3,240 2,742,479 1,115,245 1,627,234 


Since 1880 the increase has been 42 per cent. in gross and 
41 per cent. in net earnings; since 1881 35 per cent. in gross 
and 44 per cent. in vet. The leading crop on the lines of 
this road is corn, which bas not been a good crop this side 
of the Missouri since 1880, so that this great progress has 
been made in the face of at least one very unfavorable con- 
dition. 

For the ten months ending with October the earnings 
from different sources, the working expenses and the net 
earnings of this road have been: 











1883. 1882. Increase. P.c. 

ROEEPS, |. dels bic inte $4,429,275 $3,922,889 506,386 12.9 
SS Seer 15,926,353 12,854,127 3.372.226 268 
Miscellaneous. ....... 1,02:i,047 847,307 173,74) 20.5 
| en F $21,376,675 $17,324,323 $4,052,352 23.4 
Expenses.... ......... 10,706,792 9,033,139 1,673,653 18.5 
Net earnings., ..,.. $10, 689, 884 $8,291,184 $2,378,700 28.7 





Thus, for the ten months the percentage of increase in 
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both gross and net earnings is larger than for October even. 


This was to be expected, however, for since May the road 
has been pretty nearly the same in extent as last year; pre- 
viously, the comparison was with a smaller mileage last year, 
the Denver Extension having been opened May 29 last year. 

We see that there was a large increase in passenger earn- 
ings for the ten months, though a slight decrease in Oc- 
tober. ‘fhe increase in freight earnings was at about the 
same rate in October as previously. There isa very large 
increase in expenses, though not nearly in proportion to the 
increase in gross earnings. 

This gain of 28%{ per cent. in net earnings amounts to 
$2,378,700. The increase in the capital stock and the funded 
debt will require about $1,100,000 more than last year for 
interest and dividends. Taking this from the increase in 
net earnings we have $1,278,700, which is about $1.83 per 
share of stock outstanding, and doubtless much more than 
the profits on traffic exchanged with the Union Pacific ever 
were. 

For eight successive years the gross and net earnings and 


working expenses of this road have been, for the ten months | Ba 


ending with October : 


Year Gross earnings. Expenses. Net earnings. 
BE«ss sco as $10,151,015 $5,196,010 $4,955,005 
ee 10,336,609 5,574,812 4,761,797 
1818 . 11,746,894 6.329.631 5,417,263 
Bee ©. Séettiades 12,013,869 6,080,830 5,933,039 
ENT wn anders suadenninle 17,064,615 7,823,286 9,241,329 
ees 17,454,832 8.790.182 664.650 
BE sapec's sdeee 17,324.323 9,033,139 8,291,184 
: ERASER ae 21,376,675 30,706,792 10,666,883 


There was very little change in the gross earnings after 
1880 until this year. In net earnings there was a decrease 
from 1880 to 1882, amounting to $950,030 (LO per cent ), 
but this is transformed by the great gain this year to an in- 
crease over 1880 of $1,428,500 (1544 per cent.). 

Unless there is a considerable falling off in November and 
December this company’s gross earnings for the year 1883 
are likely to be $5,000,000, and its net earnings $2,875,000 
more than last year. 








The Cotton Movement. 


The cotton movement for the three months of the cotton 
year ending with November has been actually larger this 
year than last, though the crop is estimated to be from one- 
seventh to one-sixth less than last year. The total number 
of bales received at the seaboard and shipped to Northern 
consuming districts is reported as follows by the Commercial 
and Financial Chronicle: 


1883. 1882. 1881. 
SP ee 2,681,536 2,646,049 2,477,925 


The entire crop is estimated at from 5,700,000 to 5,900,_ 
000 bales this year ; it was about 6,960,000 last year and 
5,456,000 in 1881. Down to the end of November, there- 
fore, 4514 per cent. of the crop had been marketed in 1881 
and 38 per cent. in 1882. According to the largest estimate 
of this year’s crop, 451¢ per cent. of it has been marketed 
in these three months ; by the smaller estimate of it, 47 per 
cent. This heavy movement may help to account for the 
exceptionally large earnings which the Southern roads have 
been showing. It seems strange, however, that with 
prices low so large a proportion of the crop should be 
hurried forward so early in the season. The drought in 
summer and the very small ‘top crop” has doubtless 
matured the cotton unusually early, so that a much larger 
proportion of it than usual was gathered before December. 
If the season had been entirely favorable, not all the cotton 
would be mature yet, and the crop would not be all gathered 
till Christmas, and not being gathered it could not be mar. 
keted. 

The ‘‘overland movement,” or that going north by rail 
(or river) to points north of the Ohio, was 5 per cent. less 
this year than last in these three months, and 18 per cent. 
less thanin 1881. All this has a long rail haul by Northern 
railroads; but there is a grea deal of cotton hauled long dis- 
tances by Southern railroads, which is just as truly an ‘‘over_ 
land movement” as this, as, for instance, cotton brought 
by rail to Norfolk from Memphis, or more distant points 
even. The amount going north of the Obio by rail is buta 
small fraction of the whole—about 121¢ per cent. this year. 
Compared with last year there isa great decrease in the ship- 
ments which cross the Mississippi—31 per cent. at St. Louis 
and 26 per cent. at points further north, the latter doubtless 
chiefly at Hannibal, the northwestern terminus of the Mis 
souri, Kansas & Texas road, which has a large mileage in 
Texas. On the other hand, there is a considerable increase 
in the cotton crossing at Cairo—from 48,027 to 79,470 bales» 
or 65 per cent., which is but 9,271 bales less than the de- 
crease in the shipments across the Mississippi. It is quite 
probable that this has been due partly to the opening of the 
new Texas & St. Louis Railroad across Arkansas and into 
Texas, which carries to Cairo what otherwise the Iron 
Mountain road would have carried to St. Louis. 

About 14,780 bales (45 per cent.) less than last year 
crossed the Ohio at Louisville, but at Cincinnati there was 
some increase, chiefly in the deliveries by the Louisville, 
Cincinnati & Lexington road. i 

The figures are : 


























Crossing Miss. at 1883. 1882. 1881 
ht oe 96,935 141,152 123,226 
BD ases cs. caesar re 49,948 39,438 

ox xciee pea «+... 133,802 191,100 162,664 

Crossing Ohio at 
Cc e rhstcasnke. v0sent sce 79,470 48,027 70,213 
Evansville........ . 83 1,516 2,232 
Louisville.......... 7 079 50,512 
Cincinnati 54,890 108,375 

| eer a 163,744 137,424 231,332 
Other routes... ....... .. 32,196 20,008 8,323 

Total overland............ 329,742 348,532 402,319 


This year about 30,000 bales more went over the Ohio 








than over the Mississippi, last year about 54,000 bales less. 


What crosses at Louisville and what is brought to Cincin- 
nati by the Louisville, Cincinnati & Lexington road proba- 
bly nearly all comes north over the Louisville & Nashville 
Railroad. The amcunt of this was: 
1882. 1881. 
54.806 88,967 

The Cincinnati Southern brought to Cincinnati nearly es 
many bales as last year, but only half as many as in 1881. 

In the receipts of the several Atlantic ports, which in the 
aggregate are nearly the same as last year, there are some 
notable changes. New Orleans has received 156,520 bales 
(29 per cent.) more than last year, which is balanced chiefly 
by decreases of 18,985 bales (1214 per cent.) at Mobile, 30,- 
932 (10 per cent.) at Charleston, 50,126 (14 per cent.) at 
Norfolk, and 45,382 bales (50 per cent.) at the ports north 
of the Potomac. New Orleans received 28% per cent. of the 
whole this year and exported 32 per cent. 

The total exports for the three months have been : 


1883. 1882. 1881. 
1,248,839 1,361.161 1,0:9,961 
42.8 51.4 42. 
We bave thus parted with about the same proportion 
as in 1881 of the cotton that was forwarded in the first 
quarter of the crop year. 
According to the largest of the crop estimates for this 


year’s crop, there remained to be marketed iu the other nine 


months of the crop year: 
1883. 1882. 1881. 
NN. +k), ben anesbabbeswir 3,218,464 4,313,951 2,978,075 


This would make the movement for the remainder of the 
crop year about 25 per cent. less than last year and 8 per 
cent. more than in 1881. 








Record of New Railroad Construction. 


This number of the Railroad Gazette contains informa 
tion of the layiug of track on new railroads as follows: 

Atlantic & Danville.—Extended from Spring Grove, Va., 
westward to Otterdam Swamp, 7 miles. Gauge 3 ft. 

Fargo Southern.—Extended from Wild Rice, Dak., south 
to Hickson, 6 miles. Track is also laid at Wahpeton, Dak., 
2 miles, and from Ortonville, Minn., north 10 miles. 

Green River.—Extended from Grove, Ky., southwest to 
Yosemite, 5 miles. Gauge, 3 ft. 

Maine Ventral.—Track is laid on the Shore Line Branch 
from Bucksport, Me., eastward 22 miles. 

Northern Pacific.—Track is laid on the Wickes Branch 
from near Helena, Mon., to Wickes, 20 miles. 

Pittsburgh, Cleveland & Toledo.--Completed by laying 
track from a point three miles east of Youngstown, O., west- 
ward to Leavittsburg, 20 miles. 

St. Paul, Minneapolis & Manitoba.—The Sauk Centre & 
Northern Branch is extended from Browerville, Minn., 
north to Eagle Bend, 11 miles. 

South Florida —Extended from Kissimee, Fla., west 20 
miles: also extended eastward (on the western end) to Plant 
City, 15 miles. Gauge, 3 ft. 

The following track is reported abandoned and taken up, 
making a deduction from the track laid: 

Florida Southern.—Track removed from th2 branch from 
Gainesville, Fla., to Hague, 11 miles. 

This is a total of 127 miles of new railroad, making 5,946 
miles thus far this year. The total new track reported in 
our columns to the corresponding date for 12 years past has 
been as follows : 





Miles. Miles. 
ES i bnxsnncan:-ks Sones PE eas cecibes ss. sks xcase d 
eer oe OE Saas 
 ‘sinhcoukine! a0tiekaakion i iGnbs ceed osaeescas 1.264 
eS » ME EN giwnccese 2 40050000 1,808 
SERRA Ree 3 TNE) s wascwoss® 62vrdnones 3,606 
Ree Ft er renee 7,065 


The statements include main track only, no account being 
taken of second tracks or other additional tracks or sidings. 








Union Pactric EARNINGS IN OCTOBER are reported to 
have been $49,098 (1.6 per cent.) less this year than last, 
while the working expenses were $217,879 (12.7 per cent.) 
more, which results in a decrease in net earnings of $266,- 
977, or 16% per cent. The decrease in gross earnings is but 
trifling, and the increase in expenses is probably due to 
their being unduly small last year. They were then 48.3 
per cent. of the earnings; this year they are 56.2 per cent. 
The company may be carrying at lower rates this year (it 
certainly is carrying a portion of its traffic at lower rates, 
though perhaps not a large part). This is the third month 
that there has been a lurge decrease in the net earnings of 
this road. For the seven months ending with July they 
were: 


1883. 1882, Increase. P. c. 
Jan. to July........... 7,471,640 $6,963,064 $508,576 7.3 
For the three months following they have been : 
1883. 1882. Decrease. P.c 
Aug. to Oct........ $3,915,287 $5,124,074 $1,208,787 23.6 


Now this enormous decrease in net earnings has been made 
at a time when railroad gross earnings have not generally 
decreased, and when some companies, and especially one 
near neighbor of the Union Pacific, have made a large in- 
crease in net earnings. On the Union Pacific itself the de- 
crease in gross earnings in these three months was but 
$476,784, so that no less than $731,993 of the decrease in 
net earnings was due to larger working expenses. These 
for the first seven months and the last three months of the 








year were : 
1883. 1882. Inc. or Dec. P.c. 
Jan. to July. .. $8,509,125 $9.022.215 Dec. $513,090 5.7 
Aug. to Oct..... 4,715,645 3.983,652 Inc. 731,993 18.4 
Ten months..$13,224,770 $13,005,867 Inc. $218,903 16.8 


Thus in the first seyen months of this year, during which 


4|rate again, the 
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its grossearnirgs were almost exactly the same as last 


year, the Union Pacific’s expenses were $513,C00 Jess; but 
in the last three months, during which there bas been a 
decrease of $477,000 in gross earnings, there has been an 
increase of $732,000 in expenses. This is a remarkable 
turn to take. The working expenses were 531 per cent. 
of the earnings in the first seven months of this year, and 
were 54.2 in the last three months, or nearly the same; but 
lust year the working expenses were 56.4 per cent. of the 
earoings in the first seven months of the year and only 43.7 
in the last three months. 


This indicates very plainly that the great increase in 
expeuses during the last three months reported was due to 
exceptionally small expenditures last year. There was at 
the time a good deal of distrust of Union Pacific stock, and 
the price fell largely, though not much seemed to be known 
about it. There was no falling-off of gross earnings at that 
time, |ut an effort may have been made to increase net 
earnings by reducing expenses, a practice which could not 
continue long. Now when the expenses are up to the usual 
comparison with last year sbows 
a great decreuse in profits, due not to what has 
happened this year, but to what happened last year. It 
is not at all probable that there is any great increase in 
the average expenses of the Union Pacific Railroad any 
mare than in those of other railroads, thongh with more 
mileage and traffic there should be some increase. And 
when the comparison is with movtbs when the expenses 
were up to the average last year, we shall probably find this 
to be true. The course of profits should, therefore, be more 
corre«‘ly shown by the gross than the net earnings, and the 
fallin. off in these has not been serious. 

If there has been a great increase in the traffic of the 
Union Pacific (vf which we see no sigas), then a large in- 
crease in the expenses would probably bs parmanent, and 
alarge decrease of net earniogs, fcr the gross earnings 
being less, a larger traffic would mean lower rates, and an 
increase in the percentag2 of expeises. With an average 
rate of 3 cents per ton per mile expenses might well be 40 
per cent, of the earnings, but if the rate fails to 2 cents, 
then the expenses become 60 percent. There can hardly 
have been a very great decrease in the average rates of 
the Union Pacific since last year, however. 








THE Iowa POOL TRAFFIC seems certainly to have been 
the subject of some kind of a contract between the Union 
Pacific, the Chicago, Milwaukee & St. Paul and the Chicago, 
Rock Island & Pacific. The meeting of the Iowa pool was 
postponed from Dec. 13 to Dec. 20, and meanwhile the terms 
of the contract are not made known. Some of the supposed 
parties to it, however, bave taken pains to say that it is an 
agreement open to all the Union Pacific connections at 
Council Bluffs, which means, we suppose, that three roads 
have made such a disposition of the traffic as suits them, and 
that if the others are willing to accent their settlement of 
the matter they may doso. One statement is, that the Bur- 
lington can be admitted if it puts into the pocl all traffic 
west of the Missouri for which it competes with the Union 
Pacific. If it is meant that it should pool this traffic between 
Council Bluffs and those trans-Missouri points with the Union 
Pacific, there would be much to say in favor of the justice of 
the requirement; as, ifit cuts rates to turn traffic from 
the Union Pacific three-fourths of all that it so secnres it 
diverts by cutting from the other three roads at 
Council Bluffs; but if itis meant that the non-competitive 


994 | traffic of its great system of roads west of the Missouri 


sbould be divided at Council Bluffs like the Union Pacific 
traffic, it is difficult to sec how anything can be said for it, 
any more than could be said for such a division wherever 
there isa junction of tworoads. It is asif the Reading, 
with a line from New York to Harrisburg, should demand 
an equal share of the thrcugb traffic of the Pennsylvania’s 
whole system west of Harrisburg. So very little is known 
of the scheme proposeo, however, that criticism is prema- 
ture. 


In case the new arrangement should result in a contest 
the situation of the lines is such that it might affect an im- 
mense territory northwest and southwest as well as west of 
Chicago. The Chicago, Burlington & Quincy, in connec- 
tion with the Denver & Rio Grande, reaches the Union Pa- 
cific traffic at many points in Nebraska, at Denver and in 
Utah. It might so reduce the California rates as to compel 
a reduction on the Atchison, Topeka & Santa Fe, the lron 
Mountain, the Texas & Pacific and other connections of 
the Southern Pacific and the Atlantic & Pacific, and, per- 
haps, to some extent, on the Southern Pacific itself. The 
Burlington and the Rock Island could play havoc 
with Kansas City and other Missouri River points 
traffic, and the Ndérthwestern, in competition with 
the Rock Island and the St. Paul, could destroy St. Paul 
rates. .Then the St. Paul, the Northwestern, the Rock 
Island and the Burlington are so near together in lowa that 
the local rates at most of the stations there could be ruined 
if they set themselves seriously about it. The Northern 
Pacific would also be affected if it did a California business; 
but the Oregon business is so completely in the hands of it 
and the Union Pacific that it would probably not be much 
affected by the reduction in California rates that could be 
made; though it would exasperate the Oregonians to see 
San Francisco getting its old advantage in freights, and 
perhaps something more. 

But this is only what is possible if the railroad companies 
should go on the principle of hitting a head whvaever they 
see one. Even if there is a contest, they are not likely to do 
that. The Chicago-Council Bluffs, Chicaz.-Denver and Chi 
cago-Utah traffic might be carried ata loss fora time—for a 
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long time—but it is not probable that any would desire to 
disturb the Kansas City or the St. Paul business, though it 
might be difficult to prevent disturbance at Kansus City 
and the other “ Southwestern” points, whose business might 
be considerably injured should the Omaha rates be much 
lower than theirs. 

In any such contest the Chicago, Burlington & Quincy 
and the Union Pacific would be affected most, as they have 
more of the traffic that would be affected by a war of rates. 
Of these two the former is in muci the better position to en- 
dure a war attbistime. In the three months ending with 
October last the Union Pacific suffered a decrease of over 
$1,200,000 (21 per cent.) in net earnings, while in the same 
three moaths the Chicago, Burlington & Quincy had an 
increase of $854,000_(23 per cent.). 








CurcaGo THROUGH RAIL SHIPMENTS EASTWARD for the 
last five days of November, including only what was billed 
at the new rates, were 14,126 tons, which is at the rate of 
only 16,851 tons per week; but doubtless very much more 
was carried in this time billed at the old rates, as the local 
report of through and local shipments from Chicago, 
which almost always are less than the pool ship- 
ments, gives a total of 67,492 tons for the week 
ending Dec. 1. Last year the through shipments at 
the advanced rate in the first week after the advance were 
23,970 tons, and later in December the shipments became 
extraordinarily heavy. It is not probable that they will be 
so heavy this vear, as they were made great last year by 
the exceptionally short supply of cornin the East and the 
pressing demand for it as soon as it was fit toship. On the 
other hand, the shipments of provisions are likely to be much 
greater this year, and if there should arise a demand for 
wheat, the great stock in store at Chicago would make ship- 
ments on the largest scale possible. Of the latter thereis no 
present prospect, however. 

The incompleteness of the returns for the last five days of 
the month makes it impossible to present the total Novem- 
ber shipments at present. Besides what was carried at old 
rates in these five days, which very likely was as much as 
45,000 tons, tbe shipments amounted to 200,461 tons. The 
total November shipments four years previously have been: 

1879. 1880. 1881. 188?. 
RO xcs x coxphacceaees 168,274 219,840 216,506 214,295 

Thus the shipments this year must have been considerably 
jarger than in any other, though allowing for the 19 per 
cent. allotted to the two new roads, there remained to the 
old ones somewhat less than in any other year since 1879. 

The shipments this year in September were 191,977 tons 
and in October 195,344, so that there was a large increase 
in November over the other fall months, probably 45,000 
or 50,000 tons over the October suipments. Last year the 
shipments were 61,000 tons more in November than in 
October, and in 1880 they were 40,000 tons more; but in 
1879 they were 26,000 tons less in November, and in 1881 
42,000 less. The course of the shipments has been the ordi- 
nary one this year. 

Of the shipments of the last five days of November the 
Chicago & Grand Trunk carried 16.9 per cent., the Michi- 
gan Central 16.7, the Lake Shore 14.7, the Nickel Plate 5.2, 
the Fort Wayne 25.5, the Chicago, St. Louis & Pittsburgh 
11.8, the Baitimore & Ohio 4.3, and the Chie»go & Atlantic 
5.4 per cent. The three Vanderbilt roads had 36.6 per cent. 
of the whole, while entitled to 4334; the new Pennsylvania 
roads had 37.3 per cent., instead of the 2714 awarded them. 
Doubtless if the shipments at the old rates were included 
these percentages would be very different. 

For the week ending Dec. 8, the incomplete report of 
through and local shipments eastward from Chicago of 
flour, grain and provisioos gives a total of 54,632 tons 
against 50,933 tons in the corresponding week of last year, 
and 67,492 in the previous week of this year. The decrease 
from the previous week is doubtless due to the cessa- 
tion of shipments from points west of Chicago at the old 
rates. 








THE New York & NEw ENGLAND RAILROAD, an ab- 
stract of whose report for the fiscal year ending with Sep- 
tember last we published last week, makes a very good 
showing of growth of traffic, but a very bad one of earn- 
ingsand especially of net earnings. There was a small 
decrease in passenger traffic (334 per cent.), but an increase 
of no less than 48 per cent. in freight traffic. The addition 
to the freight taken was of the profitless kind, however; it 
was entirely freight interchanged with other roads, and 
chiefly, dcubtless, through freight interchanged with the 
Erie. Now the average rate received for this through 
freight was 0.773 cent per ton per mile; while the average 
cost per ton of carrying all freightwas 1.266 cents per ton per 
mile. Making a large allowance for the larger cost of local 
freight, it remains probable that the through freight was 
carried at a loss, and that the great addition to 
the company’s business was positively a damage to 
it, except so far as it serves as a_ basis 
for a profitable traffic hereafter. There seems to have been 
an undue eagerness to secure a through business and only 
too great success in securing it, as it was obtained before 
the road was prepared to carry it, so that it was actually 
blockaded for a considerable time, about a year ago, and 
profitable local traffic was driven away asa consequence of 
accepting an uaprofitable through business. The local busi- 
ness was nearly the same as the year before, while the 
througa freight was very nearly doubled. The latter was 
more than two-thirds of the total freight traffic, but it 
yielded ooly two-fifths of the freight earnings. 

On the whole, the total traffic may be said te bave jncreased 
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21 per cent. last year, and the train mileage 15 per cent., 
but the gross earnings only 9 per cent., while the working 
expenses increased 2734 per cent., and the net earnings con- 
sequently fell off from $908,194 to $555,037, or, allowing 
for taxes, from $825,357 to $408,333. With this result 
the great addition to through freight trafficcan not be 
considered with unalloyed satisfaction. The larger part 
of the great increase in expenses was not for 
maintenance. The whole increase being $654,000, 
$59,945 of it was for maintenance of way and $73,- 
854 for maintenance of cars. Maintenance of loco- 
motives is charged with fuel, enginemen’s and _ fire- 
men’s wages under “ motive power,” in which there was an 
increase of $288,771 (35 per cent.), while in conducting 
transportation the increase was $222,923 (26 per cent.). 
The report speaks of the maintenanc2 expenses having been 
made exceptionally great by maintenance having been 
neglected in previous years, but the increas2in the mainte- 
nance of way expenses was not nearly so great as the increase 
in other expenses. 

A trunk line through traffic, such as this road has been 
seeking and obtaining, is desirable only when a road is in 
condition to be worked very cheaply, otherwise the rates 
obtainable will not equal the expenses. Tracks, sidings, 
termini, rolling stock need to be ample, of the best quality 
and in the best condition, otherwise the very narrow margin 
of profit obtainable will not equal the expenses. Once put 
in that condition, the New York .& New Engiand may be 
able to add considerably to its profits by the large and grow- 
ing traffic which it may interchange with the Erie and the 
Pennsylvania roads. 


FIRST-CLASS PASSENGER TRAVEL IN ENGLAND tends to 
decrease, and still more does second class, The third class 
is the only one that grows; but its growth is so great that 
there is a decided increase in passenger earnings. It we go 
back to 1870, we find that the average earnings from first- 
class passengers per mile of road were £254 and 23.2 per 
cent. of the total passenger earnings ; they rose in amount 
to £284 in 1875, but were then only 20.8 per cent. of the 
passenger earnings; and since 1875 they have declined unin- 
terruptedly, and in 1882 were hut £203 and 14 9 per cent. 
of the whole. Since 1875 the decrease has been 29 per cent. 

Second-class earnings per mile reached their maximum 
in 1871, when they were £336 and 28.3 per cent. of the total 
passenger earnings. The abolition of the second class on the 
Midland in 1872 caused them to fall off more than a fifth in 
that year, to £265 ; but they bave kept on falling off ever 
since, and in 1882 were but £185 and 13.5 per cent. of the 
whole. These two classes yielded 52.1 per cent. of the pas- 
senger earnings in 1870, 37.8 in 1875, but only 28,4 in 
1882. 

The third-class earnings were £481 and 43.9 per cent. of 
the whole in 1870. The abolition of the second class on the 
Midland resulted in greatly increasing the third-class earn- 
ings in 1872, when they were £652, and 36 per cent. more 
thanin 1870. But the growth has increased every year 
since, with one exception; in 1875 they hid become £779 
(57.2 per cent. of the whole), and in 1882 £388 (65.2 per 
cent. of the whole). The other passenger earnings are from 
season tickets, and have increased largely. 

Comparing the earnings per mile in 1870 and 1882 we 
have : 









1882. 1870. Inc. or Dee. P.c 

OOO, vnvevecenss £203 £254 Dec. £51 20.0 
Second clas 185 317 Dec. 132 41.6 
Third class.... 888 481 Inc. 407 84.6 
Season tickets........ 87 44 Inc. 43 97.7 
ere £1,096 £267 24.4 


This does not look well for the profitableness of the high- 
class travel. Trains are becoming more numerous, and ac 
commodations must be supplied on all of them for all classes, 
while from year to year there isasmaller number of first and 
second-class passengers to make use of and pay for the ac- 
commodations. 

Formerly third-class passengers were not carried on all 
trains, and usually not on fast trains. In 1872 the Midland 
began to attach third-class coaches on all trains, and nearly 
all other companies bave felt compelled to follow it, many 
with great reluctance. It would seem now that it would be 
economical if first-class passengers were restricted to certain 
trains. 

Of course the passenger traffic of the different classes is 
not iv proportion to the passenger earnings from those 
classes. Roughly speaking it may be said the English 
second-class fares are 50 per cent. more and first-class fares 
100 per cent. more than third-class fares. On this basis, 
out of every one hundred miles of travel about 9 were by 
first-class, 11 by second-class and 80 by third-class passen - 
gers. 


New YORK STREET RAILROADS do not seem to have sut- 
fered much from the competition of the elevated railroads, 
great as is the number of passengers carried by the latter, 
and the horse railroad stockholders have very little cause to 
complain of the dividends which they receive. Fifteen of 
the city companies have now made their reports for the year 
ending with September, and 13 of these paid dividends dur- 
ing the year. Four of these lines are ‘crosstown” 
roads, which are not injured, but rather benefited by the 
elevated lines, and three of these paid dividends, the Central 
Crosstown 3 per cent., the Coristopher & Tenth Street 5 
per cent. and the Twenty-third Street 8 per cent., the 
fourth, the Houston, West Street & ‘Pavonia Ferry paying 
none, Two others are partly crosstown and partly up and 
down town lines, and both of these paid dividends, the 
Bleecker Street & Fulton Ferry 144 per cent. and the Forty- 
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second & Grand Street Ferry 13 per cent. A seventh line, 
the Harlem Bridge, Morrisania & Fordbam, which paid 514 
per cant., is a suburban line, wholly beyond the district 
served by the elevated roads. 

There remain eight up aud dowa town lines which have 
to meet the direct competition of the elevated roads, and of 
these one only—the Ninth Avenue, which bas always been 
a poor company—failed to pay a dividend. The Central 
Park, North & East River road, which is the belt line 
foliowing the water front and running outside the elevated 
roads, paid8 per cent. The Broadway & Seventh Avenue 
paid 8\4, the Second Avenue and the Sixt Avenue each 10 
per cent., although each of them has an elevated line 
directly over it for a greater part of its route. The Dry 
Dock, East Broadway & Battery paid 16 per cent. to 
its stockholders; this, however, is an exceptional road, the 
main line being comparatively short and running further 
east than any of the elevated roads, while the company 
owns two crosstowno lines, one of which at least does a very 
large business. But the Third Avenue road, which has an 
elevated railroad over it for its whole length, was able to 
pay its stockholders 17 per cent., while tha Eighth Avenue 
leads all the companies with 18 per cent. 

The only remaining line in the city, the Fourth Avenue, is 
owned by the Harlem Company, which makes no separate 
report for its street lines. Itis generally supposed to be a 
profitable property, bowever, as its earnings enable the com- 
pany to make each year an extra dividend on its whole capi- 
tal stock beyond that received as rental for its steam road. 

While the elevated roads have taken from the horse rail- 
roads many of the passengers who made long trips, they 
have probably increased the number of the more profitable 
class who take short rides, and the great traffic which they 
carry has largely been built up and developed by their ex- 
istence. There seems to be business enough for all the lines, 
and if it should now be all turned over to the horse rail- 
roads, they would be entirely unequal to the task. 





PASSENGER BUSINESS, according to some of the news- 
papers, threatens to be made entirely unprofitable by a 
great war, caused by the Nickel Plate’s withdrawai from the 
passenger pool after having been detected in selling a ticket 
from Chicago to Baltimore for $9. ‘lhe Nickel Plate did not 
‘‘ withdraw ” from the passenger pool, because it had never 
belonged to it; it has very little passenger equipment and 
runs no through passenger trains connecting with the East- 
ern roads, and carries next to no through passengers. It is 
probably true that it sold a ticket at less than the regular 
rates, and that it bad agreed to observe these rates; but to 
suppose that the other railroads would give up the chances of 
a profitable business for months perhaps on this account is to 
credit them with even greater folly than they are guilty of 
in such matters, which is entirely superfluous. It is, however, 
a good if exaggerated illustration of the trifles which are 
often allowed tocause serivus and costly contests, whose only 
result is losses by all concerned. Here is a railroad whose 
competition is next to nothing, which is unwilling to go to 
the expense of providing for a through tirst-class passenger 
traffic for the sake of the business it could secure (and it 
certainly could secure as much as some otber roads if it pro- 
vided for it as well ; and yet, because it takes one second-class 
passenger at less than the rate, some one is ready to make it 
a reason for carrying all passengers at less than full rates, 
in which cas2 the offender would lose nothing, becauseit has 
nothing to lose, and the danger would be entirely to the 
road which made the grievance a cause of war, and those 
which had to accept its reduction in competition. Possibly 
some one passenger man may have been willing to do this ; 
probably there was nothing in it but a protest against an 
act that ought to be stopped ; but it will serve well enough 
to show what folly railroad men are credited with, and is 
not very much worse, perhaps, than some they have been 
guilty of. 








THIs YEAR’S CoTToN Crop, by the reports made by 
1,227 correspondents of Bradstreet’s, in 626 of the 657 
counties which have more than 500 acres in cotton, amounts 
to 5,269,000 bales. This journal, collecting the statistics in 
a similar way, found that its correspondents underestimated 
the very poor crop of 1881 by 8 per cent. and the very good 
crop of 1882 also by 8 per cent., and it concludes that this 
is a constant error of men reporting the crop on the spot, 
It is hardly safe to make such a generalization from the 
results of only two years; if it remains substantially 
true for ten years it may be accepted. Yet the 
effect on reporters of such an allowance should be that 


they should revise their methods of estimating, and 
come nearer to the truth. But actually their estimate 
this year is far below any other we have seen: and 


after adding 8 per cent. for the underestimate it makes the 
crop only 5,692,000 bales, whici is abou 390,090 bales less 
than is indicated by the Decambar report of the Department 
of Agriculture, and 1,3:9,000 bales less than last year—a 
decrease of 1814 percent. TLis is a large decrease, but the 
crop was unprecedented last year. For six successive years 
the crop has been, accepting Bradstreet’s estimate for this 
year: 

1878 1879. 1881. 1882. 1883, 
5,074,000 5,761,000 5,456,000 6,959,000 5,692,000 

Thus the production this year is much less thanin 1879 and 
1880, as well as less than last year. 

Since the publication of Bradstreet’s report the Department 
of Agriculture has: i-sued its statement for Dec. 1, which 
says that the local estimates of aggregate production have 
not been diminished, and that the indications favor a crop 
of about 6,000,000 bales, and it is added that ‘* it is possible 
that the cotton movement of the year may pass that limit.” 


1830. 
6,696,000 
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NORTHERN Paciric EARNINGS, which were $1,324,000 in 
October, the first month after its completion, in November 
were $1,220,300. But the road has always had larger 
earnings ‘n October, and the percentage of increase over 
last year was 62 per cent. in November, and in October it 
was but 5944 percent. Thus the November earnings were 
rather the more favorable. Still, if the increase continues 
to be 60 per cent. over the previous year, the gross earnings 
of the road for the year ending with September next will be 
about $14,900,000, or nearly what the officers of the com- 
pany estimated them to be about the time the road was open- 
ed. The comparison now, however, is with a time when the 
company was working but 1,420 miles of road, and 945 miles 
less than at present. As the road was extended from month 
to month this mileage increased gradually till the road was 
completed. Thus in successive months the earning have been: 





Month. Earrings. | Month Earnings. 
May... . 77,600 | September $1,210,000 
GEESE GTAESE NS 738.700 | October........ ..... 1,324,000 
MR as eo rot, ca5s cack 841,000 | November..... ...... 1,220,300 
errs eee 1,016,650 


Thus the earnings iu September, when the road was open 
through but a few days, were nearly as great as in November, 
and in August, before any through business was done, the 
earnings were but a sixth less than in November. So far as 
earnings are affected by increase of road, therefore, they 
will not gain as much in the spring and summer months 
next year as they have in the fall months this year. On 
the other hand there has not been time enough yet to de- 
velop the through traffic of the road, much less the local. 





THE SCRAP HEAP. 
Train Accident Report—A Correction. 

= our record of Train Accidents inOctober appeared the 
following: 

Ou the morning of the 31st a freight train on the 
Savannab, Florida & Western road was thrown from the 
track near Waycross, Ga., by the spreading of the rails. A 
traiuman was killed and two others hurt.” 

We are informed that the accoust, which was taken from 
a local paper, was not correct, and that in fact no such acci- 
dent occurred. There has been no accident on this road 
caused by the spreading of the rails. 

It is impossible to verify all of the numerous reports of 
accidents which we receive. Where mistakes have been 
made we are very willing to make the corrections, especially 
when they reduce the number of accidents reported. 


He Wanted to Find Out. 


There was a chap in New York the other -week who dis- 
appointed that class of speculators who are always ready to 
advocate any scheme having even one end resting upon the 
earth. He had the plan of a railroad across the Rocky 
Mountains, which he explained as follows: . 

“I intend the line simply for tourists. It will be 150 
miles long, reach an elevation of 12,000 feet, cost $850,000 
per mile, and the operating expenses will be $8,000 per 
day.” 

‘‘What will be the receipts?” asked one of the group around 
the table on which was spread the maps. 

‘‘Thave every reason to believe that the line will be 
patronized by at least 100 tourists daily. The fare will be 
$2 each.” 

‘* Great Scott ! but where or how are you going to make 
any profit ?” 

**I dunno,” was the dubious reply. ‘‘That’s what I come 
to New York to find out.”— Wall Street News. 

A Pass for Charity. 

A few days ago a man witha weak and humble expression 
and wearing a summer suit of clothes applied to one of the 
railroad passenger agents for a dead-head pass to Toledo. 

‘* Why do you want to go to Toledo ?” 

‘**To git married.” 

** And you haven’t any money ?” 

‘* Not above twenty-five cents.” 

‘* Hain’t you better be worth your fare to Toledo before 
taking a wife on your hands to support ?” 

** You don’t understand the case,” protested the man. “I’m 
going to marry a widow worth at least $5,000, and the first 
thing I shall do will be to remit you the price of a ticket. 
= poor, and the widow knows it, but she marries me for 
ove, 

He protested so long and earnestly that he was finally 
passed down the road. Two days elapsed, and then a letter 
was received from him, saying: 

‘* Heaven bless you for your kindness! Reached here all 
right, and married the widow according to programme. It 
turns out that she isn’t worth a copper. In this emergency 
may I ask you to pass us both to Detroit, where I have 
hopes of striking a job ?’—Detroit Free Press. 


General Railroad Blews 





MEETINGS AND ANNOUNCEMENTS. 
Meetings. 
Meetings will be held as follows: . 


Boston & Albany, annual meeting, at the Meionaon in 
Boston, at 11 a. m. on Feb..13. 

Boston & Lowell, annual meeting, Jan. 2, at 10:30 a. m., 
at the passenger station in Boston. 

Buffalo, New York & Philadelphia, special meeting, Dec. 
21, to authorize the execution ot a consolidated mortgage 


on the road, 
Dividends. 
Dividends have been declared as follows : 

Albany & Susquehanna (leased to Delaware & Hudson 
Canal Co.), 3!¢ per cent., semi-annual, payable Jan. 1. 

Buffalo, New York & Philadelphia, 144 per cent., quar- 
terly, on the preferred stock, payable Dec. 26. 

Connecticut River, 4 per cent., semi-annual, payable Jan. 
1 to stockholders of record Dec. 15, 

Fitchburg, 3 per cent., semi-annual, payable Jan. 1 to 
stockholdeis of record Dec, 12. 

Lehigh Valley, 2 per cent., quarterly, on the preferred 
stock, payable Jan. 15 to stockholders of record on Dec. 17. 

Missouri Pacific, 184 per cent., quarterly, payable Jan. 2. 
Transfer books close Dec. 20. 

Morris & Essex (leased to Delaware, Lackawanna & 
Western), +4¢ per cent., semi-annual, payable Jan. 2. Trans- 
fer books close Dec. 8. 

New York Central & Hudson River, 2 per cent., quar- 
terly, payable Jan. 15. Transfer books close Dec. 15. 

New York d& Hariem (leased to New York Central and 
Hudson River), 4 per cent., semi-unnual, payable Jan. 2. 
Transfer books close Dec. 15. 

New York, Lackawanna & Western (leased to Delaware, 
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Lackawanna & Western), 1% per cent., quarterly, payable 


Jan. 2. Transfer books close Dec. 15. 
Rensselaer d& Saratoga (leased to Delaware & Hudson 
Canal Co.), 4 per cent., semi-annual, payable Jan. 1. 
Western Union Telegraph, 1% per cent., quarterly, pay- 
able Jan. 15. Transfer books ciose Dec. 20. 


Joint Executive Committee Passenger Meeting. 


The Joint Executive Committee, Passenger Department, met 
at the Commissioner’s office in New York, Dec. 11, Assistant 
Commissioner Pierson presiding. The lines represented 
were the Baltimore & Ohio; Chesapeake & Ohio; Chicago & 
Atlantic; Chicago, St. Louis & Pittsburgh; Cincinnati, 
Washington & Baltimore; Cleveland, Columbus, Cincinnati 
& Indianapolis; Indianapohs & St. Louis; Lake Erie & 
Western; Lake Shore & Michigan Southern; Michigan Ceu- 
tral; New York Central; New York, Lake Erie & Western; 
New York, Pennsylvania & Ohio; Obio & Mississippi: Penn- 
sylvania Company; Pennsylvania Railroad ; Pittsburgh, Cin- 
cinnati & St. Louis; Vandalia Line and the Wabasb, St. 
Louis & Pacific. The Grand Trunk was not represented, but 
was understood to be willing to join in the action of the 
meeting. 

After a statement of the object of the meeting, the first 
day was takeu up by a discussion of u number of charges 
inade against different tines for cutting rates. A complaint 
as to Buffalo business was settled by tbe formation of a 
local committee, not only to maintain present rates, but to 
do away with the practice of selling or redeeming rebate 
tickets on Western business. It was agreed to discontinue 
thé payment of commissions heretofore paid on east-bound 
business from Dayton. 

It is understood that it was agreed to meet the action of 
certain Western lines in allowing heavy commissions to 
scalpers by opening a general ticket office in New York 
where tickets to all Western points will be sold at as low 
rates as they are offered at the outside brokers’ or scalpers’ 
offices. The details of this plan have not been made public. 

‘Lhe second day of the meeting was occupied in the discus- 
sion of various charges of cutting rates, and the affairs of 
several of the interior pools. 








ELECTIONS AND APPOINTMENTS. 


Almont, Toledo & Lakeville.—The directors of this new 
company are: O. 8. Axford, Paine Axford, P. T. Butler, E. 
R. Emmons, E. A. T. Rikey, G. 8S. Swift, A. S. Warner. 
Office at Orion, Michigan. 





American Society of Civil Engineers.—At the regular 
monthly meeting in New York, Dec. 5, the following can- 
didates were elected members: Wm. A. Drake, Albuquerque, 
N. M.; Howard Vernon Hinckley, Topeka, Kav.; Wm. 
Lincoln, St. Louis, Mo.; Elbert Nessen, Stiliwater, Minn. ; 
Bulter B. Roberts, Calcutta, India. 


Baltimore & Delaware Bay.—The officers of this com- 
pany (successor to the Kent County) are : President, Jobn F. 

ingham ; General Manager, Frederick Gerker ; Secretary, 
C. M. Hurley ; Chief Engineer, L. D. Bruyn. 


Baltimore & Ohio,—The new board has re-elected John W. 
Garrett President for the ensuing year, which will be his 
26th consecutive year of service in that office. 


Baltimore & Philadelphia.—At the aunual meeting Dec. 
11, the following directors were chosen: Wm. S. Bissell, 
James B. Washington, Allegheny, Pa.; H. 8S. Burgesser, 
Thomas M. King, Pittsburgh, Pa.; Robert Garrett, Balti- 
more ; Wm. Canby, Wm. M. Canty, Victor Dupont, Wil- 
mington, Del. The directors elected James B. Washington 
President; Robert Garrett, Vice-President; John C. Farrar, 
Secretary; William H. Ijams, Treasurer. This 1s the com- 
pany which is building toe Delaware and Pennsylvania sec- 
tion of the Baltimore & Ohio’s new line to Philadelphia. 


Boston & Muine.—At the annual meeting in Lawrence, 
Mass., Dec. 12, the old board was re-elected, as follows: 
Samuel E. Spring, Portland, Me.; Nathaniel W. Farwell, 
Lewiston, Me.; Amos Paul, South Newmarket, N. H.; Wm. 
S. Stevens, Dover, N. B.; Nathaniel G. White, Lawrence, 
Mass.; James R. Nichols, Haverhill, Mass. ; George C. Lord, 
= Mass.; Nathaniel J. Bradlee, John Felt Osgood, 

oston. 


Boston, Winthrop & Shore.—The directors of this con- 
solidated company, chosen Dec. 11, are: Francis French, 
Samuel W. Hale, Keene, N. H.; John H. Buttrick, Lowell, 
Mass.; Clarence A. Parks, Wakefield, Mass.; Alpheus P. 
Blake, David Loring, Arthur D. McLellan, Boston. The 
board elected Samuel W. Hale President; John H. But- 
trick, Vice-President: Clarence A. Parks, Clerk and Treas- 
urer; Alpheus P. Blake, Manager. 


Burlington & Northwestern.—The officers of this company 
are: President, T. W. Barbydt; Treasurer, R. M. Green ; 
Auditor, J. A. Ostrander : Assistant Superintendent, W. B. 
Jones ; General Freight and Passenger Agent, E.S. Edger. 
Offices in Burlington, Iowa. 


Central Tunnel Co.—The officers of this company are: 
President, Jobn Cochrane; Vice-President, Wm. E. 
Worthen; Directors, Stephen O. Lockwood, C. b. Meserole, 
W. C. Nicoll, O. P. Pell, Eugene Schieffelin, Spencer D. 
Schuyler, Gouverneur Tillotson; Secretary, Wm. Kent. 
Treasurer, Henry H. Stetson; Chief Engineer, John Schuy- 
Jer. Office in New York City. 


Charlotte, Columbia & Augusta.—At the annual meeting 
in Columbia, 8. U., last week the old directors were re- 
elected. The board subsequently elected A. C. Haskell 
President; A. L. Rives, Vice-President and General Man- 
ager; G. R. Talcott, Superintendent; C. Bouknight, Secre 
tary; J. C. B. Smith, Treasurer ; John Craig, Auditor. 


Chicago & Atlantic.—The following order from President 
Jewett is dated Nov, 26: 

‘“‘ Until the vacancy in the office of Vice-President of this 
company, caused by the death of Col. J. Condit Smith, is 
filled, the duties which, under the by-laws and orgavization 
of the company, are devolved upon the Vice-President, will 
be devolved upon the General Superintendent. All officers, 
agents and employé; of the company will report to and 
obey him accordingly.” 


Chicago & Eastern Illinois,—The oftice of General Mana- 
ger having been abolished General Superintendent O. 8. 
Lyford assumes control of the road in all its departmeats. 

Mr. C. C. Hill has been appointed Traveling Passenger 
Agent. He will have charge of all outside passenger inter- 
ests, including the distribution of advertising matter, etc. 
His address will be No. 101 Clark street, Chicago. 


Cincinnati, Van Wert & Michigan.—Mr. H. R. Jobuson 
has been appointed General Freight Agent. 


Cleveland, Delphos & St. Lowis.—Mr. Wm. Semple has 
been chosen President in place of A. G. Hatry. 


Delaware & Hudson Canal Co.—Mr. Lyman O. Rose has 
been appointed Superintendent of the Canal Department, to 





date from Jan. 1 next. He has been on the canal for many 
years, and has been Division Superintendent for 12 years. 


7. 
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Detroit, Buy City & Alpena.—Mr. R. A. Alger is Presi- 
dent and General Manager of this new road, and Mr. Milo 
Eastman is General Superintendent. 


Eastern.—At the annual meeting in Boston, Dec. 12, the 
following directors were chosen: By the bondholders, Frank 
Jones, Samuel C. Lawrence, George S. Morison, Richard 
Olney, Jacob C. Rogers, Artbur Sewall; by the stockholders, 
Francis J. Amory, Charles Houghton, Thomas W. Hyde. 


Green River.—The officers of this company are: Presi- 
dent, E. Zimmerman, Cincinnati; Vice-President, J. J. 
Perkins, Cincinnati ; Superintendent. George B. Harper, 
Grove, Ky.; Genera! Freight and Passenger Agent, R. A. 


Holden, Jr.. Grove, Ky ; Master Mechanic, George Lewis, 
Giove. Ky. The company was formerly the Cincinnati, 
Green River & Nashville. 


Marine.—At the annual meeting in New York, Dec. 11, the 
following directors were ckosen: Austin Corbin, F. W. Dun- 
ton, J. Rogers Maxwell, Henry W. Maxwell, Gilbert 8S. 
Moulton, J. B. Upham, Charles L. Flint. 


Michigan Central.—Mr. J. E. Morford bas been appointed 
Superintendent of the Canada Southern Division, with 
office at St. Thomas, Ont., iu place of E. P. Murray, who 
has gone to the Toledo, Cincinnati & St. Louis road. Mr. 
Morford was recently Assistant Superintendent of the 
Detroit Division. 


Milford & Woonsocket.—Mr. H. W. Young has been ‘ap- 
pointed Auditor, with office in Milford, Mass., and will bave 
entire charge of tbe accounts. 


New York & New England.—At the annual meeting in 
Boston; Dec. 11, the following directors were chosen: 
Charles P. Clark, Newton, Mass.; Wm. F. Sayles, Paw- 
tucket, R. I. ; Jesse Metcalf, Providence, R. L.; Frederick J. 
Kingsbury, Waterbury, Conn.; George M. Landers, New 
Britain, Conn. ; Henry C. Robinson, Hartford, Conn.; Geo. 
B. Roberts, Philadelphia; Cyrus W. Field, Charles G. 
Francklyn, Jay Gould, George G. Haven, Hugh J. Jewett 
Russell Sage, Wm. Seward Webb, New York ; Eustace C. 
Fritz, Jonas H. French, Wm. T. Hart, Francis 8. Higgin- 
son, Thomas Nickerson, Boston. The new directors are 
Charles P. Clark, Thomas Nickerson, Francis L. Higginson, 
George G. Haven and Charles C. Francklyn, in place of 
Messrs. James H. Wilson, Le Grund B. Cannon, R, Suydam 
Grant, Wm E. Barrows and Wm. R. Francklyn. The board 
elected Charles P. Clark President, in place of Gen. James 
H. Wilson, and re-elected James W. Perkius Secretary and 
George B. Phippen Treasurer. 


New York, Providence & Boston.—At the annual meeting 
in Providence, Dec. 12, the following directors were chosen: 
Robert Knight, Providence, R. I. ; Henry Howard, Coventry, 
R. L.; Nathan F. Dixon, Westerly, R. {.; A. 8. Matthews, 
Stonington, Conn.; Samuel D. Babcock, D. 8. Babcock, 
Wm. P. Dixon, J. Boorman Johnston, George M. Miller, 
Edward Morgan, Henry Morgan, New York. 


Richmond & Alleghany.—At the annual meeting in Rich- 
mond, Va., the old directors were re-elected, as follows : 
Decatur Axtell, Wm. H. Barnum, C. 8. Brice, M. P. Bush, 
F. O. French, J. L. Humfreville, Lawrence Myers, Wm, L. 
Seott, Samuel Shethar, John W. Simpson, A. Y. Stokes, 
Samuel Thomas, C. E. Wortuam. 


Richmond & Danville.—At the annual meeting in Rich- 
mond, Va., Dec. 12, the following were elected: President, 
A. 8. Buford; Directors, George F. Baker, Calvin 8. Brice, 
W. P. Clyde, H. C. Fahnestock, John McAnerney, George 
F. Scott, George I. Seney, Samuel Thomas. There was no 
change made in the board. 


Rumford Falls & Buckfield.—At the annual meeting 
last week the following directors were chosen: Otis Hay- 
ford, Canton, Me.; N. L. Marshall, West Paris, Me.; 8. C. 
Andrews, R. C. Bradford, Charles R. Milliken, Wm. H. 
Moulton, Wm. L. Putnam, Portland, Me. The board elected 
Wm. L. Putnam, President; Otis Hayford, Vice-President ; 
L. L. Lincoln, Superintendent; S$. C. Andrews, Treasurer. 


St. Louis & San Francis’o.—Mr. A. Veech has been ap- 
pointed Superintendent of the St. Louis Division, from St. 
Louis to Springfield, Mo., to take effect Jan. 1. He has 
been agent at Pacific, Mo., for several years. 


Texas Trunk.—Mr. Hugh Irwin, of Marshall, Tex., has 
been appointed Superintendent of this road. 


Toledo, Cincinnati & St. Louis.—The following circulars 
have been issued by Mr. W. J. Craig, Receiver, from his 
office in Toledo, Ohio: é 

Mr. E. E. Dwight having resigned the Keceivership of 
the Toledo, Cincinnati & St. Louis Railroad, in the Seventh 
Circuit Court of the United States, the undersigned has been 
appointed in his stead, and is now, by the order of the United 
States Courts, the duly appointed Receiver, and is in posses- 
sion of all the lines, branches and other property of said 
railroad company. 

“Mr, E. E. Dwight having resigned the position of General 
Manager all employés are hereby directed to contiune in 
the discharge of their respective duties and report to W. J. 
Craig, Receiver, until further notice.” 

“Mr. E. P. Murray is appointed General Superintendent, 
to have charge of transportation, roadway and machinery. 
Appointment in effect Dec. 10, 1883.” 


Wallkill Valley.—At the annual meeting, Dec. 12, the 
following directors were chosen : E. F. Winslow, Theodore 
Houston, Alexander Taylor, Walter Kutte, John L. Nisbet, 
Howard Mansfield, Horace Porter, Cunrad N. Jordan, 
Charles Bard, George H. Sharpe, Samuel D. Coykendall, F. 
E. Worcester, Charles Paine. The road iscontrolled by the 
New York, West Shore & Buffalo. 


Western North Carolina.—At the annual meeting in 
Salisbury, N. C., Dec. 5, the following directors were 
chosen: A. B, Andrews, W,E. Andersou, Raleigh, N. C.; 
S. H. Wiley, Salisbury, N. C.; J. E. Rankin, Asheville, 
N. C.; A. 8. Buford. Richmond, Va.; Frank Coxe, Phila- 
delphia ; C. S. Brice, W. P. Clyde, George 8. Scott, New 
York. The board re-elected A. B, Andrews President; 
Frank Coxe, Vice-President; A. L. Rives, Second _Vice- 
President; V. E. McBee, Superintendent; Gecrge P. Erwia, 
Secretary and Treasurer. 


PERSONAL. 





—It is announced that Mr. E, T. Jeffery has withdrawn 
his resignation as General Superintendent of the Lilinois 
Central, and has agreed to remain with the road. 


—Mr. George R. T* has resigned his position as Assist- 
ant Freight Agent of the Detroit, Bay City & Alpena 
road to accept the agency of the American Express Co, at 
Au Sable and Oscevla. 


—Mr. Join Graham,Jr., has resigned his ofticeas engineer 
of the New River Division of the Norfolk & Western road, 
and has accepted the —— of General Manager of the 





Camden Iron Works in Camden, N. J., the extensive estab- 
lishment formerly known as the Starr Iron Works. 
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—Mr. £. P. Murray, having resigned his office as Division 
Superintendent of the Canada Southern road, to accept the 
position of General Superintendent of the Toledo, Cincinnati 
& St. Louis road, he was entertained at a farewell dinner 
by a number of citizens of St. Thomas, Ont., on the even- 
ing of Dec. 7. On this occasion Mr. Murray received 
many gratifying assurances of friendsbip and good will. 


—Mr. Emil Low, formerly of Pittsburgh, but recently Eo- 
gineer of the Mexican Central road, was injured some two 
years ago by a premature explosion of dynawite in a silv-r 
mine, which he was visiting in Guanajuato, Mexico. , Mr. 
Low returned to Pittsburgi some time ago, having recov- 
ered from his injuries with the exception of a swelling upon 
his ebeek, which was rather annoying and painful. e- 
cently be decided to explore this, and was rewarded by dis- 
covering in it a good-sized chunk of silver ore. He had 
been for two years a traveling silver mine, but says that he 
did not enjoy the situation. 


—Col. C. O. Sanford, who died in Petersburg, Va., Nov 
29, aged 72 years, was one of the oldest civil engineers in 
the South. He was born in New York, but went to Virginia 
while still a young man, and was employed on several rail- 
roadsin that state. Later he had charge of the construc- 
tion of the South Side road, now part of the Norfolk & 
Western, the Chatham Railroad, now the Raleigh & Au- 
gusta Air Line, the Augusta Canal and other important 
works. He was Superintendent of the Petersburg Railroad 
from 1856 to 1863, and President for several years. Lately 
he has retired from active work. 


—The London Railway News of late date has the follow- 
ing statement in its legal news concerning Mr. James 
McHenry, who is reputed to be the proprietor of that paper: 

‘* Registration has Leen allowed of resolutions passed by 
creditors accepting 20s. in the pound, payable by instal- 
ments extending over a period of about two years. The 
debtor, who filed a liquidation petition in August, 1879, was 
well known as a financier in connection with the Erie Rail- 
way Company; and his balance-sheet returved liabilities 
amounting to £388,313, and disputed claims £750,437; 
assets £105,846, but of the prospective value of a million 
sterling. Payment of 20s. in the pound to the creditors is 
secured. Mr. Finlay Knight appeared in support of the 
applivation; Mr. Morriss for the Erie Railway Company; 
and Messrs. Freshfield and Messrs. Brandon for creditors.” 


—At the annual meeting of the New York & New Eng 
land Railroad Co. in Boston, Dee. 11, Mr. F. J. Kingsbury 
of Waterbury, Conn., said he desired in his own behalf, and 
at the request of several stockholders, to offer the follow- 
ing resolution : 

‘Resolved, ‘That General Wilson deserves the thanks of the 
stockholders of this road for his faithful services during 
four very trying and important years in its development, 
and that in retiring from his connection with this road he 
takes with him their best wishes for his happiness and suc- 
cess.” 

The resolution was seconded in eloquent and compliment- 
ary language by Col Jonas H. French of Gloucester, and 
adopted by a unavimous vote. General Wilson briefly re- 
sponded. remarking that he was gratified at this expression 
of good will, but that he had within him something more 
valuable—a confidence that he deserved it. 


—Mr. Ethan Ferris Bishop, President of the Naugatuck 
Railroad Co., died at bis residence in Bridgeport, Conn. 
Dec. 7, aged 58 years. He wasbornin Madison, N. J,, in 
1825, and was the son of Alfred Bishop, who was in his day 
a large railroad contractor. He was a partner in bis father’s 
business,and after that gentleman’s death he took up and com- 
pleted the contracts on band, and afterward engaged in 
others on his own account. About 1860 he was considered 
a very wealthy man, but afterward lost nearly all bis for- 
tune by speculation, but he went to work again and accumu- 
lated a second fortune of considerable amount. Mr. Bishop 
was an exceedingly active man, and besides all his business 
cares he was for a number of years pastor of a church in 
Bridgeport, which he built and maintained at his own ex- 
pense. His brother, Mr. Wm. D. Bishop, was for a number 
of years President of the New York, New Haven & Hart- 
ford Company. 


—At the meeting of the directors of the Baltimore & 
Ohio Co. in Baltimore, Dec. 12, after the unanimous election 
of Mr. John W. Garrett as President of the road for bis 
twenty-sixth consecutive term, that gentleman made a briéf 
address, in which he said: ‘‘When I became your executive in 
1858 the length of the roads under your control was but 514 
miles, and their cost $32,000,000. Now tbe properties 
owned and controlled by the Baltimore & Obio Co. aggre- 
gate 1,595 miles and cost more than $134,000,000., hen 
the Baltimore & Ohio Railroad was incorporated in 1827 
the then novel and stupendous enterprise was undertaken 
by our great predecessors of building a railway to unite the 
waters of the Chesapeake with those of the Ohio, it being 
then believed that the whole capital required to construct 
and equip the line would be but $3,000,000, and that sum 
was fixed in the charter for this work. * * * 

‘* At the close of the first fiscal year of the present admin- 
istration, Sept. 30, 1859, the aggregate revenues were 
$4,301,009.27 ; for the past fiscal year they have been 
nearly $20,000,000. In view of the large enterprises in 
which the company is now engaged, which are being so rap- 
idly and successfully prosecuted, and which are so calcu- 
lated to increase the usefulness and influence of our com 
munity and the desirable results for it and the regions 
traversed by our lines, I feel that it is proper that I should 
remain t» co-operate with you in their completion. While, 
therefore, neither wishing nor intending to continue much 
longer iu the interesting and important position to which you 
have called me, yet with strong desire to serve the interests 
with which we have been so long identified, I again accept 
the trust which you tender with so much cordiality and 
unanimity.” ‘ 








TRAFFIC AND EARNINGS, 


Coal. 
Anthracite coa) tonnages for the eleven months ending 
Dee. 1 are reported as follows, the tonnage in each case 
eee Ee that originating on the road to which it is 
credl : 


¢ 1883. 1882. Inc. or Dec. FP. c. 
Phila. & Reading....... 11,098,173 10,680,896 I. 417,277 3.9 
Shamokin & Summit Br 1,147,144 1,158,210 D. 11.066 0.9 
Sun., Hazleton& W.... 152.5 155,819 D. 3,319 21 
North & West Branch.. 451,852 ..... aa kage 
Pennsylvania Canal.... 486.128 484,026 I 2,102 0.4 
Lehigh Valley...... ... 5,960,874 5,477,957 I. 482917 88 
Pennsvlvania & N. ¥Y... 200,878 379,249 I. 21,629 12.1 
Del., Lack. & Western. 4,671,671 4,225,237 I. 446,434 10.6 
Del. & Hud. Canal Co.. 3,839,175 3,336,973 I. 502,202 151 
Pennsylvania Coal Co.. 1,391,006 1,328,142 I. 2,864 4.7 
State Line & Sullivan.. | 63, 58,933 I. 4,731 8.0 








@ 
) 


Total anthracite. ....20,463,065 27,085,442 I. 2,377,625 


The North & West Branch road was not opened last year. 
New Jersey Central tonnage is incl 
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The total tonnage reported for the corresponding period 
for eight years has been as follows: 


BOE cccee ascesswest 29,463,065 | 1879............+.++. 24,469,939 
EEE + 06. ba0ecaseenees 27,085,442 | 1878. ........eseeeee 16,152,525 
| Ge Ry A . --. 18.821,378 
as ons sceSecccsces 21,924,560 | 1876...........00 ose 16,686,187 


The statements above are given as showing the tendency 
and division of the trade more in detail than the report of 
the Official Accountant; the latter, however, is the only 
statement which can be relied on as entirely correct in its 
totals, although it is more condensed in form than the one 
here given. 

The authracite coal companies have decided to adopt the 
half-time system for the remainder of this month, and it is 
announced that work will be stopped on Dec, 13, 14, 15, 
20, 21, 22, 24, 25 and 26. Probably there will be very lit- 
tle real reduction in the output, especially as three of the 
days named fall in the holiday week, when there is usually 
very little work done, whether the stoppage is nominally 
madeor not. The notice of the half-time order has pro- 
duced no effect on the tidewater markets, and prices con- 
tinue to have a downward tendency. 

Semi-bituminous tornages for the eleven months ending 
Dec. 1 are reported as follows : 


1883. 1882. Inc. or Dec. P.c. 
Cumberland, all lines..... 2,333,123 1,342,403 I. 990,720 73.8 
Huntingdon & Broad Top.. 180,644 253,339 D. 72,695 28.7 
East Bioad Top .. ........ 40,181 84.670 D. 44,489 52.5 
Tyrone & Clearfield.... ...2,607,39L 2.587,489 I. 19,902 0.8 


Bellefonte & Snow Shoe... 255,139 215,696 I. 19,443 90 
Total semi-bituminous.. 5,396,478 4,483,597 I. 912,881 20.4 
The Cumberland mines were idle from March 15 to Sept. 

1 in 1882 on account of the miners’ strike. The absence of 

Cumberland from the market increased the demand for 

other coals, especially Broad Top, at that time. Clearfield 

holds its own well, notwithstanding the increased output of 

Cumberland this year. 

Bituminous coal tonnages for the eleven months are re- 
ported as follows: 
1883. 1882. Inc. or Dec. P. ec. 

Barclay R. R. & Coal Co... 308,722 334,665 D. 28.943 8.6 

Allegheny Region, Pa.R R. 417,094 493,188 D. 76,094 


15. 
Penn and Westmoreland. .1,282,422 1,165,135 I. 117,287 10, 
West Penna. R. R..... seeee 001,228 $24,687 I. 36,541 11.2 
Southwest Penna. R. R 112,294 100.211 I. 12,083 12.0 


» 
4 
1 
Pittsburgh Kegion, Pa.R.R, 578,903 598.446 D. 19.543 3.3 
Total bituminous... ....3,057,663 3,016,332 I. 41,331 1.4 
There was a considerable increase in the gas coals and in 
those used chiefly for steam aud general purposes The 
falling off in some districts may probably traced toa 
ligbter demand from the irou trade. 

Coke tonnages for the eleven months are reported as fol- 





lows: 
1883. 1882. Inc.or Dec. P.c. 
Bellefonte & Suow Shoe. 17.181 19,625 D. 2,444 12.4 
Allegheny Region,Pa.RR. 72,846 102,536 D. 28490 *7.7 
Peon and Westmoreland. 202,067 244.543 D. 42,476 17.4 
West Penna. R.R........ 106,734 107,756 D. 1,022 0.9 
Southwest Penna. R. R..1,940,.41 1,651,835 I. 288,706 17.5 
Connellsville | - =9 = ne RR " 
Pittsburgh — { Pa. R.R.. 548,148 £09,596 I. 38,552 7.6 
Total coke......... 2,888,517 2,635,691 I. 252.826 9.6 


These tonnages are all over the Pennsylvania Railroad and 
its branches. The increase was entirely from the Southwest 
Pennsylvania and the Pittsburgh Region. 

The coal tonnage of the Pennsylvania Railroad Division 
of the Pennsylvania Railroad, for the eleven months end- 
ing Dec. 1 was as follows: 











-- 1883. eo 
Line of From other 1882. 
road. lines. Total. Total. 
Anthracite ....... .. 604,550 1,672,668 2.277,218 1,641,182 
Semi-bituminous.... 2,842,570 575.725 3,418,295 3,239,282 
Bituminous... ...... 2,751,831 6,285 2,758,116 2.681,706 
Pee fF 528,895 2,888,517 2,635,691 





.8,558,573 2,783,573 11.342,146 10,197,861 

Tke total increase for the eleven months was 1,144,285 
toms, or 11.2 per cent. More than half the whole increase 
was in anthracite coal. The statement does not include the 
tonnage ot the Philadelphia & Erie line, nor the 1,582,775 
tons of anthracite carried over the Belvidere Division. For 
November (four weeks) the total tonnage was: Coal, 873,- 
586: coke, 259,095- total, 1,132,681 tons. 

The coal tonnage of the Lehigh Valley Railroad fcr the 
fiscal year ending Nov. 30 was as follows: 





1883. 1882. Inc. or Dec. P.c: 

Anthracite......... 6,527,912 6,257,159 I. 270,753 43 
Bituminous. . te 64,734 78,982 D. 14,248 18.0 
| Oe Re 6,592,646 6,336,141 I. 256.505 4.0 


The anthracite last year was. from the following districts: 
Wyoming, 1,431,150; Hezleton, 3,028,037; Beaver 
Meadow, 557,203; Mahanoy, 1,511,837; Mauch Chunk, 
etc., 185; total, 6,527,912 tons. The bituminous coal was 
nearly all received from the Pennsylvania & New York 
road. 

Actual tonnage passing over the Pennsylvania & New 


York road for the fiscal year ending Nov. 30 was as follows: 
1883. 1882. Inc. or Dec. P.c. 

Anthracite....... .. 1,262,785 1,076,967 I. 185,818 17.5 
Bituminous.......... 331,114 364,319 D, 33,205 9.1 
Total.... ..........1.503,899 1,441,286 IL 152,613 10.6 


The greater part of the anthracite is received from the 
Lehigh Valley road, of which this line is an extension. The 
bituminous coal comes chiefly from the Barclay and Long 
Valley mines. 

The coal tonnage of the Chesapeake & Ohio road for the 
eleven months ending Oct. 31 was as fellows: 





1883. 1882. Increase. P.c. 

a ce casa dest meal 741,387 714.186 §9.27,201.S 5.8 
seed gn UI! "ge'as? 76,135 10.722 14.1 
Ra oe 828,244 790,321 37,923 4.8 


The coal was of the following kinds this year: Cannel, 
20,623; splint and block, 86,085; gas coal, 303,289; New 
River and other steam coals, 381,390; total, 741,387 tons. 
The increase was in New River and gas coals, the cannel 
and block coals showing a decrease. Shipments by way of 
Newport News continue to increase. 

Chicago coal receipts for the seven months from May 1 to 
Nov. 30 are reported as follows : 








-——Anthracite.—— ——Bituminous.—-— 
1883. 1882. 1883. 882. 
eee 722,917 623,235 206,260 263,212 
ES . 312,637 289,461 1,423,254 1,447,403 
TORRE... cnddas 1,035,554 912.696 1,629,514 1,710,615 
Per cent. by rail... 30.2 31.7 87.3 84.6 


Total increase in anthracite, 122,858 tons, or 18.4 per 
cent.; decrease in bituminous, 81,101 tons, or 4.7 per cent. 
Coke is included in bituminous coal. The total receipts of 
all kinds this year have been 2,665,068 tons, an increase of 
41,757 tons, or 1.6 per cent. 

Cumberland coal shipments for the week ending Dec. 8 
were 44.975 tons. The total shipments this year to Dec, 8 
were 2,378,098 tons, an increase of 980,801 tons, or 70.2 





juded with the Reading 
for the whole of both years, 


per cent., over last year, 
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Railroad Earnings. 
Earnings for various periods are reported as follows: 
Eleven months ending Nov. 30: 










St. L.& San F 3,483,592 3,243,386 


1882. Inc. or Dec. P.c 
Bur., Cedar R. & 

Northern .. .. $2,554.619 I. $30,944 1.2 
Canadian Pacific. 2,305,345 I. 2,650,189 114.8 
Central Iowa..... 1,062,929 I. 125,937 11.9 
Ches. & Ohio 3,081,621 L 508,742 16.5 
Eliz., L. & B. 8. 664,025 482,229 I, 181,796 37.7 
Chi. & Alton..... 8,003.824 7,514,430 I, 489,394 6.5 
Chi. & Eastern I]. 1,522,2 1,644,725 D, 122,443 74 
Chi., M. & St. P.. 21,509,000 18,422,011 I. 3,086,989 162 
Chi. & Northwest 23,168,105 22,150,706 I. 1,017,399 4.6 
Cin , Ind., St. L. 

cf eae 2,319,768 2,385,539 D. 65,771 2.8 
Cin., Wash. & B.. 1,715,209 1,622,981 I. 92,228 5.7 
Cleve., Ak. & C.. 490,046 466,291 I. 23,755 5.1 
Denver & R. G.. 6,807.050 5,906,199 I, 0851 15.3 
Detroit, L. & No 1,483,544 1,469,148 IL. 14,396 0.9 
East T., Va.& Ga. 3,763,134 2,992,452 I. 770.682 25.8 
Memphis & C.. 1,167,174 982,932 I, 184,242 18.8 
Evansville & T. H, 665,918 790,248 D. 124,330 15.7 
Flint & Pere M.. 2,344,149 1,946,273 I. 397,876 20.4 
Green Bay, W. & 

_ =e 376,1°1 355.389 I. 20,732 5.8 
Kentucky Central 770,193 665 621 L 104,571 15.7 
L. R’k & Ft. 8... 490, 584 455,548 I. 34,836 7.7 
Little Rk M R. 

& Penes...i-.. 361,488 294,792 I. 6.6 22. 
Long Island...... 2,535,852 2,322,486 I. 213,366 9.2 
Louisville & Nash 12,864,835 11,447,150 I 1,417,685 12.4 
Mil.,L.S. & W.. 944,008 793.268 I. 150,740 19.0 
Mo. Pacific ...... 15.546 060 14,101,854 I. 1,444206 10.2 
Central Branch 1,367,932 875,919 I. 492,013 56.2 
Mo., Kan. & T.. 10,600,009 9,039,885 I. 1,560,124 17.2 
Tex. & Pacific. 5,745,393 4.599.589 I. 1,145,804 249 
Mobile & Ohio... 1,968,396 1,878,444 I. 89,952 4.8 
Obio Central..... 999,692 964,683 I. 35,009 3.6 
Oregon KR. &N... 5,139,821 4,764,265 I. 375,556 7.9 
Net earnings... 2,483,535 2,380,690 I. 102,845 4.4 
Peoria. Dec. & E. 658,805 707,873 D 49,065 6.9 
5 be a ) 7.4 
St. P, & Duluth.. 1,230,111 1,016,968 I. 213,143 20.9 
St. P., M. & M.. 7,695,121 8,011,256 D 316.135 3.9 
Tol., C. & St. L.. 1,057,297 779.922 I. 277,375 35.6 
Wab., St. L & P. 15,390,177 15,406,405 D 16,228 0.1 


Wis. Central..... 1,332,780 
_ Ten months ending Oct. 31: 








N. Y., Sus. &€ W. $843,048 $584,593 I. $258,455 44.2 
Oregon & Cal.... ME. cotxeh ase cn Sabesake baie 
Union Pacific .. 24,611,697 25,093,005 D. 481,308 1.9 
Net earnings... 11,386,927 12,087,138 D. 700,2: 5.8 
Month of October: 
Danbury & Nor. $21,109 $20,510 I $599 29 
N. Y., Sus. & W.. 94,042 71,373 I 22,669 31:9 
Net earnings... 40,255 19,877 I 20.378 102)4 
Og. & L. Cham.. 66,700 74,000 D 7,300 99 
Net earnings... 19,900 29,300 D. 9,400. 321 
Oregon & Cal.... ke rae inupmiee. a 3 
Union Pacific.... 3,060,409 3,109,506 D. 49.09 : 16 
Net earnings... 1,339,966 1.606,942 D 266 976 16.6 
Month of November: . ° 
Bur., Ced. Rap. & ve 
PP DR me $308,199 $278,428 I $29,771 10.7 
Canadian Pacific. 502.614 287,852 I 214,762 74.0 
Central Iowa..... 143,244 106.353 I 36.891 34.3 
Ches. & Ohio..... 335.262 300,732 I 34,530 1195 
Eliz., L. & B. 8. 66,503 61.188 D 685 1.1 
Chi. & Alton...... 812,691 749,916 I 62,775 8.4 
Chi. & Eas. Ill.... 149,175 161,704 D 12,529 fed 
Chi., Mil. & St. P.. 2.388,000 2,072,973 I 315,027 15.2 
Cin. & Northwest 2,357,300 2.109.400 [. 248,400 11.8 
Cin., Ind., St. L. 

BRS easels 212,675 223,303 D. 10,628 4.7 
Cin., Wash. & Bal. 154,004 166,712 D. 12,708 7.6 
Clev., Akron & C. 41.175 43,964 D. 2,789 63 
Connotton Valley. 32,855 21,590 I. 11,265 52.2 
Denver&R.G... 659,600 512,900 I. 146,700 24.7 
Det., Lan. & No.. 131,761 140,863 D. 9,102 6.4 
E. Ten., Va. & Ga. 411,818 343,173 I. 68,645 19.9 

Memp. & Char. 159,604 136,189 I 23.415 17.2 
Evansville & T H. 47,649 61,642 D 3.993 6.4 
Flint. & Pere Marq, 234,616 I. 41,682 21.6 
Gr. Bay.W.& St. P: 47,835 a 3,512 8.0 
Kentucky Central. 69,219 I. 4,036 6.2 
Little Rk. & Ft. S. 70,000 2 D. 21,852 23.8 
L. Rk., M. R. & T 50,000 & 5,272 11.5 
Long Island....... 188,651 I. 9,834 5.5 
Louisv. & Nash... 1,301,570 z: 100,668 8.4 
Mil..L.S.& W.. . 98,790 I, 20,272 25.6 
Mo. Pacific ...... 1,548,465 Dz. 76,766 4.7 

Central Branch. 159,296 a 30,431 23.6 

Mo., Kan. & Tex. 1,280,426 1,113,830 I, 166,596 15.0 

Tex. & Pacific. . ) 619,655 D., 8,755 1.4 
Mobi'e & Ohio... 301,295 D. 21,742 7.2 
Ohio Central .... 104,502 D. 8,891 8.5 
Oregon Ry. & Nav. 469,727 I. 135.773 28.9 

Net earnings.... 246,026 I. 39,974 16.2 
Peoria, Dec. & Ev 60,609 53,474 I. 7,135 13.4 
Rochester & Pitts. 85,519 31,338 I, 54,181 172.9 
St.L.&San Fran. 398,850 331,490 I. 67,360 20.3 
St. P. & Duluth... 133,824 128,959 I, 4.865 3.8 
St. P., M.& Man.. $45,514 913,335 D. 67,821 7.4 
Tol., Cin. & St L. 103,114 83,587 I. 19,527 23.4 
Wab..St.L.&P.. 1,560,120 1,521,805 I. 38,315 2.5 
Wisconsin Cent... BE 008 scence a, Seiodaed Sahaaie 

First week in December: 

Chi. € Alton .... $187,860 $172,809 I. $15,051 8.7 
Chi., Mil. & St. P. 515,000 446,298 I. 68,702 15.4 
Chi. & Northwest. 485,500 417,800 I. 7,700 16.2 
Chi., St, P.. M. & O, 109,100 83,500 I. 25,600 30.6 
Denver & R.G.... 142,250 119,600 1, 22.650 189 
Long Island...... 45,495 41,227 I. 4,268 10.3 
Louisville & Nash. 282,900 282,735 I. 165 0.1 
Mo. Pacific lines. . 817,551 806,196 I. 11,355 14 
Northern Pacific. . 238,300 151,068 I. 87,232 57.7 
St. L. & San Fran. 96,600 82,100 I, 14,500 17.7 
St. P., Minn. & M. 174,175 171,275 IL. 2,900 i 
Wab.,St.L. &P.. 370,348 321,434 I 48,914 15.0 


Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. 


Grain Movement. 


For the week ending Dec. 1 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past ten years: 


Northwestern shipments.— 
Northwestern P.c. Atlantic 
Year. receipts. Total. By rail. by rail. receipts. 
1874......2,303,488 451,462 451,462 100. 1,459,521 
1875. ....2,166,262 1,147,082 1,147,092 100.0 1,762,818 
1876 ... 2,658,871 1,424,702 1,380,369 97.0 2,792,414 


BOTT. o0e 3 2,096,702 1,131,260 898,066 79.4 3,283,165 
1878 .... 4,047,916 1,696,362 1,002,234 59.0 3,543,142 
1879... .4,170,956 1,366,546 1,139.425 83.4  5,418.024 
1880. ....6,277,327 1,441,372 1,346,872 93.5 4,342,028 
1881.. ...3,462,209 2,162,303 1,835,233 85.0 2,716.4 


1882. ....5,510,895 2,879,750 2,160,290 75.0 4,389,644 
1883. ....5,973,969 3,876,545 2,974,842 76.7 3,627,204 

Thus the receipts of the Northwestern markets for the 
week were larger thanin the corresponding week of any 
preceding year except 1880. They were, however, 1,235,000 
bushels less than in the previous week of this year. 

The shipments of these markets were nearly a million 
bushels more than last year, when they were larger than 
ever before. It is the last week of lake shipments, and 
though these were not large this year they were larger 
than in most other years. The total shipments were slightly 
less than in the previous week of this year. The rail shi 
ments were much larger than in any corresponding week. 
They were also larger than in any previous week of this 
year since the middle of March, and among the largest ever 











DECEMBER 14, 1883} 


made. The shipments down the Mississippi amounted to 
148,049 bushels, or 3.8 per cent. of the whole, 

Tbe Atlantic receipts for the week were 762,000 bushels 
less than in the corresponding week of Jast year, and less 
also than in 1880 and 1879 ; but they were 256.000 bushels 
more than in the previous week of this year and the largest 
since October. 

For this week ending Dec. 1, the exports of the Atlantic 
ports have been : 


1880. 1881. 1882. 1883. 
Flour,bbls..... 197,160 127,013 176,148 133,469 
Grain, bus...... 3,088,380 2,329,206 1,455,491 1,237,480 


Thus the exports this year (including flour), were about 
310,000 bushels (14 per cent.) less than last year, 1,063,000 
less than in 1881, and 2,137,000 less than in 1880. 

San Francisco exports for the five months of the Califor- 
nia crop year from July 1 to Nov. 30 were as follows, flour 
in barrels and wheat in bushels, flour being reduced to 
wheat in the totals : 











1883. 1882. Inc. or Dec. P.c. 

bo Pee §25,122 459,746 L 75.376 16.4 
i Sree 9,720,972 12,577,902 D. 2,856,930 22.7 
Total, busbels..12,306,582 14,876,632 D. 2,480,050 16.7 
In September and October 86,023 bushels of wheat were 


shipped east by rail. 

Exports of California barley by sea for the five months of 
the crop year to Nov. 30 were 106,267 centals. Shipments 
overland were 15,767, making a total of 122,134 centals. 

Cotton. 
Cotton movement for the week ending Dec. 7 is reported as 
follows, in bales : 


—-Interior markets.-— ———-Seaports.—— 


Receipts. Shipments. Receipts. orts. 
See 150,941 265.4°4 167,793 
SE: tiaeccs . 165,161 149,485 247,017 174,731 


The total receipts at interior markets for the cotton year 
to Dec. 7 were 1,716,002 bales ; the stock Dec. 7 was 386,- 
477 bales. 

The total receipts at the seaports for the cotton year to 
Dec. 7 were 2,685,768 bales. The exports for the same pe- 
riod were 1,406,731 bales, and the stock Dec. 7 was 1,041,- 
162 bales. 

Chicago Lake Commerce in 1883. 
The Chicago Tribune of Dec. 5 presents full statistics of 
the lake commerce of that port down to Dec. 1, after which 
there could be little more—only for cargoes of lumber. It 
prefaces the statement as follows: 

‘*The following careful and accurate compilation of the 
amount of lake commerce transacted at this port during the 
current season shows a noticeable falling off in the number 
of arrivals and clearances of vessels as compared with the 
season of 1882. This fact is accounted fcr by the late open- 
ing and early closing of navigation. In 1882 a large. num- 
ber of lumber vessels were running in March, while the first 
of the grain fleet passed througb tho Straits April 5. This 
season but very few craft were fitted out before the middle 
of April, and the Straits were not passable until the 28th. 

‘* April 30 a fleet composed of 38 vessels, laden with 1,389,- 
522 bushels of grain, set sail for the lower lakes. This was 
really the commencement of the season. Vessels received 
from 31¢ cents to 4 cents per bushel on corn to Buffalo. 
Shipments continued active for several weeks, but rates 
steadily declined, and in June and July cargoes of corn 
were shipped to Buffalo as low as 2 cents per bushel, and it 
is even alleged that one large steamship was loaded at 1% 
cents. These low rates on grain forced a large number 


of vessels into the ore trade. The latter part of 
July grain vessels were in better demand, and in 
August the shipments of grain were in excess of 


any other month during the season. Rates advanced to 
a maximum of 4% cents on corn and 5 cents on wheat to 
Buffalo, on straight charters, and some of the line boats ob- 
tained better rates on cargoes of small lots. This created a 
boom of financial prosperity for vessel men, but it was of 
short duration. The sudden upward tendency of the corn 
market materially affected the shipments. There was a 
large quantity of wheat in store, but it wasin the hands of 
speculators who were holding it for a higher market. They 
are still holding it with a cast-iron grip. The shipments cf 
wheat for the entire season were less than one-half as large 
as last year. In the comparative statements given below 
the figures for this year include only the aggregate business 
transacted from the opening of the season to Dec. 1, while 
the figures for 1882 represent the entire season. This will 
make but very little difference in the annual report, as navi- 
ie is practically at an end and grain sbipmeuats already 
cioseo, 

‘* Lumber-earriers have been in good demand, and some 
of them have made money. Freights bave been uniformly 
low, although as good as obtained last year. Rates have 
fluctuated from $1.25 to $2.25 per 1,000 on cargoes of lum- 
ber from Muskegon to Chicago. The rates from all otber 
ports on Lake Michigan are on this basis. Coarse freights, 
such as ties, posts, telegraph poles and wood, have been 
somewhat firmer. The rates on ties from Green Bay have 
run from 744 cents to 11 cents. The gross receipts of forest 
products do not differ much from last year. 

‘* The receipts of coal have been about the same as last 
year. Rates have varied according to the supply and de- 
mand. The maximum rate from Buffalo was $1.50 per ton 
and the minimum 40 cents. 

‘‘ The disparity in the aggregate receipts of iron-cre and 
pig-iron as shown in the report isin a measuredue to the 
fact that last season a!] manifests for the district were filed 
at the Custom-House at this port,while this year the receipts 
at South Chicago are not given.” 

The statement of lake commerce given by the Tribune 
in this article we summarize below : 





Arrivals : 1885 1882. Decrease. P.c 
GONE, sc cn ccenesss 11,803 13,351 1,548 1L.6 
ies cli cdaccccacs 3,756,876 4,849,950 1,093,074 22.5 

Clearances ; 

TO, WRN 555545 56K ns 11,925 13,626 1,701 12.5 
Tonnage.................3,962,513 4,904,999 942,486 192 

Total; 

WHDIIIN IAA wuidtsweeaese ee 23,728 26,977 3,249 2.0 
TOMI 2 boos os <5) eve 7,719,389 9,754,949 2,035,560 20.9 
Shipments of 1882. 1882. Ine. or Dec. P.c. 

Sk See 775,522 792,764 D. 17,241 2,2 

Grain, bu........ ... 62,761,607 50,782,325 I. 11,979,282 23.6 

Senda, BW osc cses ins. 1,877,415 3,305,453 D. 2,328,038 70.4 

Provisions, tons...... 18,976 10,585 L. 8,391 79.2 
Receipts of 

Coal, tons..... ...... 888,450 938,043 D, 44,598 48 

aaa 64.689 235,161 D. 170,472 72.5 

i fear 22,210 35,715 D. 13,505 38.0 

eee ae 14,724 15,191 D. 467 «3.1 
OOS... 403.355. DI 326,990 D. 151,541 46.2 
—— ees 62,883 27,782 I. 35,101 126.0 

Lumber, M-ft........ 1,707,150 1,872,926 D. 165,796 8.8 

SHiIOs, TE. .cceccces 1,114,617 8,279 1. 246.338 28.4 

Railroad ties, No.... 1,714,942 3,789,278 D. 2,074,386 54. 

Posts, No. ......... 2,802,407 2,437,319 IL. 365,088 15.0 


The tonnage to and from the lower lakes is determined 
almost entirely by the grain shipments, and not by receipts 
of coal, salt, ete., which require but part of the capacity of 
returning grain-carriers. 

The ore receipts are from Lake Superior, and require 
vessels which carry little other cargo, lumber receipts 
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are by vessels which for the most part return empty. They 
amount to vastly more than the grain shipments, the 
receipts of this year probably requiring mcre tonnage 
oer than 130,000,000 bushels of grain. 

Tbe decrease in pig-iron and cre receipts is said to be 
largely due to the omission of South Chicago harbor from 
the Chicago district this year. But allowing for all the 
decreases in freights enumerated, only a very small fraction 
of the decrease of 1,093,C00 tons in clearances is accounted 
for. 

There should have been much more grain tonnage clear- 
ing, and nearly enough to balance the decrease in lumber 
— which was larger than in any year previous to 
Lake Superior Iron Ore. 


Shipments of iron ore from the Laka Superior Region up 
to Nov. 6, when the season of navigation was firally 
yn — given as follows, in tons, by the Marquette Mining 
Journal: 





1882, Decrease. P.c 

From L’Anse......... 70,543 4,534 6.4 
“* Marquette. 944,550 234,746 24.8 
Escanaba 1,735,259 308,383 178 

“ $t. Ignace ... 6,637 1,192 1.9 
po ee . «+2, 262,134 2.810939 518,855 19.5 


No more ore will be shipped by lake, but a little will be 
— by rail to furnaces in the district which are in 

ast. 

The tonnage over the railroads in the region for this 
season has been as follows : 














or shipment. To furnaces. Total. 
Marquette, Houghton & Ontona- 

(SEAR Ai ek. 775.813 7,508 782,321 
Chicago & Northwestern. ...... 1,4.6,876 58,447 1,485.323 
Detroit, Mackinac & Mar......... 59,445 16,786 76,281 

EATS is 4:. eee ck nbtaabdannoeses 2,262,134 82,741 2,344,875 


The Mining Journal says: ‘The general summing up 
will show the total output of the Lake Superior mines the 
present vear to be something over 2.350.000 tons—an in- 
crease over any preceding year excep’ 1882. 

‘The lake shipments of pig metal this year have been as 
follows: From Marquette, 9,815 tons: from Escanaba, 
4,483 tons ; from St. Ignace, 3,312 tons ; total, 17,610 tons. 
These figures do not include avy iron not carried over the 
several railroads. We have no return of shipments from 
either the Martel, Fayette or Menominee furnaces.” 


The lowa Pool. 


It is stated that a contract in relation to the business be- 
tween Ogden and Chicago has been signed by representa- 
tives of the Union Pacific, the Chicago, Milwaukee & St. 
Paul and the Chicago, Rock Island & Pacific companies. 
Tbe contract is said to be for 25 years, but its terms have 
not been made public, beyond the fact that it is not an 
exclusive contract, but coutains provisions for the admissivn 
of the other lines between Omaha and Chicago. Whit 
action the Northwestern and Burlington roads will take in 
relation to it is not known. 


Transportation of High Explosives. 


The Union Pacific road has issued the following circular: 

‘““Shipments of Hercules powder, Atlas powder, giant 
powder or other explosives of which nitro-glycerine forms 
the basis, when ship in straight car loads only, minimum 
weight 20,000 pounds, will hereafter be transported on the 
following conditions : 

** Shipments in less than car loads will not be transported 
except between local stations in Colorado, Wyomivg, Utah, 
Idaho and Montana, except as stated below: 

“1. That, at the cost of shippers, the bottom of the car 
containing the above-mentioned explosives must be covered 
to a depth of at least 2 in. with sawdust, to absorb possible 
leakage. 

“2. That the packages containing the explosives shall be 
so placed and loaded that the cartridges shall always lie on 
their sides, and not on their ends. 

‘3. That the cars sball be so marked on both sides and ends 
‘hat those who shall bave charge of them will not do any- 
thing pore to incur danger. 

“* 4, In less than car loads this property will be received 
(when made into cartridges only, and not in bulk under any 
considerations) on the following conditions : 

‘* Packed in wooden cases, in cartridges, cach case holding 
not exceeding 100 pounds nor less than 5 pounds of explo- 
sives, provided that such explosives are packed in dry saw- 
dust. as follows : 

** Each cartridge shall be surrcunded on all sides with dry 
sawdust, and all intersiices between such cartridges, anda 
space of at least one inch between the outer side of such car- 
tridge and the inner side of the case shall be filled with dry 
sawdust. Each of these cases shall be plainly merked on at 
least three of its sides with the name of its contents and 
‘Explosive—Dangerous !’so as to be readily seen by those 
who are to handle it. 

‘** 5. In no case must the caps, fuse, or exploders used for 
exploding these powders be loaded inthe same car with 
the explosives, and under no circumstance will cars be re- 
ceived if so loaded. 

“6. Any and all nitrate or other explosive preparations 
not in accordance with above specifications (excepting 
ordinary black powder), will in no case be received for ship- 
ment. 

**7, All loss or damage to such property that muy result 
‘either from explosion or from a disregard of any of the 
above conditions, by shippers or by agents of these lines, 
must be assumed by the shipper or owner. 

‘This company reserves the right to refuse to receive 
pr explosives for transportation under any circum- 
stances,” 








OLD AND NEW ROADS. 


Almont, Toledo & Lakeville.—This company has been 
organized to build a railroad from Orion, Mich., on the 
Pontiac, Oxford & Port Austin road, northeast through 
Lakeville to Almont, the terminus of the Almont Branch of 
the Port Huron & Northwestern road. The distance is 16 
miles. 


Atlantic & Danville.—Chief Engineer J. W. Rollins, 
Jr., writes as follows, under date of Dec. 7: “ Sioce your 
last notice of our track-laying we have laid 7 miles to Otter- 
dam Swamp, Va., which is 444 miles from Waveily. The 
grading is completed to that place, and rails ar» on the way 
to lay the track by Christmas. The grading force has gone 
west of Waverly. Work will be stopped from Dec, 22 to 
Jan. 1, and then a large force will be put 02 and track com- 
pleted to Hicksford, in Greensvil'e County, by June, 1884. 
We had our first fatal accident this week, one of the work- 
men on the Blackwater trestle being crushed between a 
timber and a stump, receiving internal injuries which 
proved fatal.” 


Baltimore & Delaware Bay.—This company_has 
recently been formed by the consvhdation of the Kent 
County and the Smyrna & Delaware Bay companies, whose 
roads have long been operated together. The road owned 


by the consolidated company extends from Bombay Hook, 
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Del., on the Delaware River, to Chestertown, Md.,adistanca 
of 42 miles. An extension to Chesapeake Bay at Rock Hull 
is proposed. 


Zaltimore & Potomac.—Work has been begun by 
Hardev & Young, contractors, on a branch from this road 
at St. Agnes station, near Baltimore, to Catonsville, about 
three miles. The road is to be coMpleted by May next. 


Boston, Winthrop & Shore.—This company has been 
formed by the consolidation of the Boston & Winthrop, the 
Boston, Winthrop & Point Shirley, and the Eastern Junc- 
tion, Broad Sound Pier & Poiat Shirley companies. The 
consolidated company owns a short line running from the 
Eistern Railroad along the ocean beach through the town 
of Winthrop, Mass., to Point Shirley. which is largely used 
for pleasure travel in the summer. It has also authority to 
maintain a ferry between Point Shirley and Boston. 


Burlington, Cedar Rapids & Northern.—The 
Cedar Rapids, lowa Falls & Northwestern Co., which is 
controlled and its road operated by this company, has voted 
to increase its capita! stcck from $6,000,C00 to $18,000,000, 
and decided to divide the railroad into three divisions. to be 
known as the Iowa, Minnesota and Dekota divizions. The 
additional capital stock is said to be for the purpose of ena- 
bling an extension of the road to be made from Worthing- 
ton, Minn., and Bismarck, Dakota. 


California Southern.—The engineers have completed 
the preliminary survey for the proposed extension of this 
road from San Bernardino, Cal., toa connection with the 
Atlantic & Pacific road. They report that the line through 
the Cajon Pass is entirely precticable, and that the descent 
trom the summit of the Cajon Pass to the Mohave can be 
made with a grade of 85 ft. to the mile, while beyond that 
point the work is very jight. 


Canada Southern.--In the United States Supreme Court 
in Washington, Dec. 10, a decision was rendered in the case 
of the Canada Southern Railway Co, against William H. 
Gebhard et a/.. brought there by writ of error to the Circuit 
Court of the United States for the Soutbern Pistrict of New 
York. This is one of a series of suits, all of which raise the 
question of the legal effect to be given in the United States to 
the scheme of reorganization of the Canada Southern Rail- 
way Co. under an act of the Dominion Parliament passéd in 
1878, entitled ‘* An act to authorize and confirm the scheme 
of arrangement of the Canada Southern Railway Company.” 
The judgment of the Circuit Court in favor of the com- 
plaining bondholders who did not assent to the scheme of 
reorganization is reversed, and the cause remanded, with 
instructions to enter a decree in favor of the Canada South- 
ern Railway Co. Opinion by Chief Justice Waite; Justice 
Harlan dissenting. This decision controls all the cases. 


Canadian Pacific.—A notice of reduction in wages hi 
resulted in a general strike of the employés oa the Western 
Division, and on Dec. 11 all business from Winnipeg, Man., 
both westward and eastward, was stopped. ‘the company 
will try to secure engineers and other trainmen in Canada, 
but it will take several days to get them on the road, and 
meantime busiuess is at a standstill. 


Central Massachusetts.—The Boston Traveler says: 
‘** Tt now looks as if the negotiations between the Boston & 
Lowell and Central Massachusetts companies, for the re- 
opeving ard operation of the latter line, are off, for the pres- 
ent, at least. The Boston & Lowell people now bave more 
important matters under consideration, the settlement of 
which must be bad before any lease or agreement with the 
Central Massachusetts Co. can be thought of. In the 
meantime the latter corporation is in a fair way to go into 
other hands, a_ proposition for the line, said to be 
very equitable, having already been received from a 
party who is understood to represent a company that can 
utilize the road to most excellent advantage. Before any 
action, however, is taken it is probable that the Central 
Massachusetts people will aim to complete their line, as 
originally contemplated, to Northampton. After that is 
done, or at least under way, they will b2 in a position to 
consider other projects und to adopt such an one as may ap- 
pear to be the most judicious. The Adirondack scheme, 
the details of which have heretofore been given in these 
columns, is still being agitated, all reports to the contrary 
notwithstanding, and gives promise of ultimately being 
consummated.” 


Central of New Jersey.-—In Trenton, N. J., Dec. 7, in 
the United States Circuit Court, a decision was rendered in 
the Dinsmore suit denying the application for a preliminary 
injunction to prevent the leasing of the New Jersey Central 
to the Reading Railroad, but reserving the right to renew 
the application at any time. Judge Nixon in his decision 
says: ‘* Two questions are proposed. First, as to the bona 
fide character of the suit, and secondly, as to the propriety 
of the Court’s interference at this stage of the case by order- 
ing a preliminsry injunction.” The Judge decides that the 
charge of collusion has not been established, thereby dispos- 
ing of the first questiov. ° As to the second question he sees 
no circumstances existing which justify him in ordering an 
injunction to issue. The argument on the final injunction 
takes place next month. 


Central Tunnel Co.—This company, which was organ- 
izd two years ago, has made surveys for a tunnel and 
underground railroad from the Grand Central Depot in New 
York under Fourth avenue, La Fayette place and Elm street 
to the post-office, and is now continuing the survey to the 
Battery and thence under the Hudson River to the New 
Jersey Central station at Communipaw, whence it is pro- 
posed to make connections with the other railroads having 
their terminal stations on the New Jersey side of the river. 
It is also proposed to extend the line from the Grand Cen- 
tral Depot to Harlem. 


Chicago Burlington & Quincy.—This company 
makes the following statement for October and the ten 
months ending Oct. 31 : 














October : 1883. 1882. Inc. or Dee. P.c. 
Earnings .......... $2,742,479 $2,270,444 I. $472,035 20.8 
Expenses........... 1,115,245 993,387 I. 151,858 15.8 

Net earnings...... $! 627,224 $1,307,957 I. $320,177 24.5 
Per cent. of exps. .. 40.7 42.4 D. Inf | one 

Ten months; 

Earnings... ...... $21.376,677 $17,324,323 IL. $4,052.354 23.4 
Expenses........... 10,706,792 9,033,139 I. 1,673,653 18.5 

Net earnings...... $10,669,885 $8,291,184 I. $2,378,701 28.7 

Per cent. of exps... 50.1 62.1 D. 2.0 


The statement includes the lines in Nebraska and their ex- 
tension to mver. 


Dakota & Minnesota.—This company has beeh organ- 
ized to build a railroad froma pointon the James River 
Valley road, in La Moure County, Dak., to the east line of 
Roberts County, running through La Moure, Stutsman, Sar- 
gent and Roberts counties. The office is in Jamestown, Da- 
kota. 


Des Moines, © sceola & Southern.—It is stated that 
arrangements have been made to change this road from 3 
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ft. to standard guage, and to extend it from its present 
terminus, just south of the Iowa line, to Kansas City or St. 
Joseph. 


Detroit, Bay City & Alpena.—The first time-table of 
this road, which took effeet Dec. 3, shows one train running 
through and a local accommodation between Tawas and Au 
Sable. The traius will tram®fer passengers at Rifle River 
until the tigh bridge there is done. The stations on the 
line, with the distances from the junction with the Michigan 
Central at Alger, Mich , are as follows: Mofet, 4.4 miles; 
Shearer, 7.0: Prescott, 11.3; Mills, 15.9; Whittemore, 18.9; 
Emery, 23.6; McIvor, 26.7; Hale, 28.6; Tawas City, 34.0. 
East Tawas, 35.4; Bristol, 38.4; Au Sable, 47.5 miles. 


East Broad Top.—It is proposed to build a branch or 
extension of this road from Orbisonia, Pa., to Burnt Cabins 
in Fulton County, which is on tbe line of the new South 
Pennsylvania road. 


Fargo Southern.—Work on this road has been sus- 
pended for the Winter, with the intention of resuming it 
early in the Spring. About one-half the grading is done on 
the line of 12U miles from Fargo, Dak., southward to Orton- 
ville, Minn., and track has been laid from Fargo south to 
Hickson, 16 miles, and from Ortonville north 10 miles. Two 
miles of track have also been laid at Wahpeton, Dak., where 
the company has had serious trouble in securing a crossing 
of the St. Paul, Minneapolis & Manitoba tracks. 


Florida Southern.—The rails, which were laid a few 
weeks ago, on the extension of this road from Gainesville, 
Fla., to Hague, 11 miles, have been taken up and removed. 
It issaid that the section of the roadifrom Gainesville North- 
west bas been sold to the Live Oak, Tampa & Charlotte 
Harbor Co., and that the road-bed, which is graded for 15 
wniles beyond Hague, will be used as a part of that road. 


Fort Buford & Southeastern.—This company bas 
been organized to build a railroad from Buford, Dak., to 
Aberdeen, on the Chicago, Milwaukee & St. Paul road. The 
office is at Steele, Dakota. 


Green River.—This is now the name of the company 
formerly known as the Cincinnati, Green River & Nash- 
vile. ‘Che road is of 3 ft. gauge, and is now in operation 
from .King’s Mountain, Ky., on the Cincinnati Southern 
road, to Yosemite, a distance of 13 miles. lt has lately 
rye aa from the old terminus at Grove to Yosemite, 
5 miles. 


Gulf, Colorado & Santa Fe.—Tbis company will pe- 
tition Congress for the passage of an act giving it the right 
to build an extension of the road across the Indian Territory 
from the Texas to the Kunsas line. The company seeks an 
1odependent outlet for its business, and the proposed exten- 
sion is to connect with the Kansas City, Fort Scott & Gulf 
or the S uthern Kansas road in Kansas. 


Jacksonville, Tampa & Key West.—It is said that 
work has been resumed on this road south of Palatka, Fla., 
and that arrangements have been made to complete the line 
from Jacksonville to Sanford as an extension of the South 
Fiorida road. 


Lake Traverse, Sanborn & Carrington.—This com- 
panyhbas been organized to build a railroad from the northern 
end of Lake Traverse, on the boundary line between Min- 
nesota aud Dakota, northwest, crossing the Northern Pacitie 
Railroad at Sanborn, to Carrington, in Foster County,Dak., 
a distance of 175 miles. A preliminary survey has already 
been made. 


Lehigh Valley.—A report has been put in circulation 
that this company intends to secure a line from Buffalo to 
Chicago, either by construction or purchase, thus muking 
its road a through line between New York and Chicago. 


Maine Central.—Work is progressing steadily on this 
company’s new Shore Line Branch, and the rails are re- 
ported laid from Brewer, Me., eastward 22 miles, which 
would take the road through Ellsworth. It is to go to Sul- 
livan, 36 miles from Brewer. 


Memphis & Little Rock.—-A dispatch from Little 
Rock, Ark., Dec. 5, says: ‘The suit of Russell Sage against 
the Memphis & Little Rock Railroad as reorganized was 
dismissed to-day by motion of the plaintiff. The road and 
all the property is by order of the Court turned over to the 
new organization. E. K. Sibley, heretofore Receiver, has 
been made General Manager, and assumes control dating 
from Dec. 1. All employés in the different departments 
will be continued in office.” 


Mexican National.—The following is the present total 
mileage of the Mexican National system, as given by its 
secretary, W. W. Nevin, under date of Nov. 24: 

Northern General Division. 








Miles. 

Comet CHAMED EONCGG ss. 60's 00d cvcniveaeweas + (siscesteces 160.80 
OC ee Ce PII i 6 cose wens obcasencncdcnnsinceciceuss 5 21 
Mexican Junction to centre of Rio Grande...... ........... 1.25 
Galveston Division................... .-. Se a RAS 15.00 
Laredo (centre of Rio Grande) to Saltillo ...................235.40 
Matamoras Division to near Ebanito... ....... ............ 41.60 
Ln GRC a Se er eee 459.26 

Southern Generai Division. 
Santiago station, City of Mexico to Morelia..... ............ 234.88 
Acambaro te San Miguel station.................... .66 wee 76.58 
El Salto Division: 

Colonia station, City of Mexico to El Salto.......... ....... 41.80 
GROG SO ROG TIO ois 5 5 o's 0 c.0's'5 «nein cpicccecnesiedocieeinia 7.47 
Junction to Stone Quarry.. 2.17 
Cintura Railroad........... 3.16 
Irolo Railroad. .... 2.55 


Zacatecas Division. 
At Pavific end 
Manzanillo to Armeria... 


Total Southern Division... 
Total Northern Division 


416.12 
459.26 


IR cc cuxdeccascncpecce stasesee cated 


Of this total 182.26 miles (Corpus Christi to Laredo and 
branches and the Galveston Division) are in Texas, leaving 
698,12 miles completed in Mexico. 


Nashville, Chattanooga & St. Louis.—The Ten- 
nessee Court of Chancery has decided in favor of this com- 
pany the state’s suit to recover taxes on the Nashville & 

orthwestern Railroad from the time the latter was bought 
by the Nasbville & Chattanooga to the time of the com- 
mencement of the suit. Under the terms of its charter the 
Nashville & Northwestern road was exempt from state tax- 
ation for 20 years, and this time has not yetexpired. It 
was claimed on the part of the state, however, that this 
exemption from state taxation did not pass with the sale of 
the road, but that the Northwestern road by being sold 
became taxable property, and the exemption no lonyer 
existed. ‘The Court held that as the state was a party to 
the sale and consented to it the exemption passed with the 
rest of the franchise. 

New York & New England.—At the annual meet- 
ing, Dec. 11, there was some discussion over the prospects of 
the road, and the new board of was elected sub- 
stantially as nominated last week, with Mr. Charles P. 


Clark as President. No action was taken on the proposition 
of the New York, Lake Erie & Wesvern Co. to lease the 
road, except to refer it to the new board for further considera- 
tion. The lease of the Rockville road, whichis alreadv 
worked by the company, was formally approved. 

It is reported that the New York, New Haven & Hartford 
Co. has offered to take the road and operate it, the earnings 
of the two roads to be pooled, and the surplus, after paying 
all fixed charges and 10 per cent. on the New Haven stock, 
to be paid over to tue New York & New England Co. This 
report lacks confirmation; although it was referred to by 
stockholders at the meeting, no official statement was made 
with regard to it. 


Northern Pacific.—The Wickes Branch is completed 
and was opened for traffic Dec. 10. This branch leaves the 
main line at a point 6 miles east of Helena, Montana, and 
runs to Wickes, a distance of 20 miles, 

Tracklaying 1s now in progress on the Yakima Branch in 
Washington Territory, and it is expected that the track will 
be laid for 25 miles from Ainsworth Ly the close of the year. 


_Northern & Western of New Brunswick. — 
Surveys have been completed for this road from Gibson, 
N. B., to Blackville, and thence to a junction with the In- 
tercolonial road. From Blackville to ihe Intercolonial two 
lines have been run, one north of tbe Miramichi and one 
south of that river. The surveys bave been subioitted to 
the government of the province for decision as to the final 
location, as the road is to have a subsidy. 


Ogdensburg & Lake Champlain.—This company’s 
statement for October and the seven months of its fiscal 
year from April 1 to Oct, 31 is as follows : 








_ Octover.- = ——Seven months.—-— 

1883. 188”. 1883. 1882. 
Earnings.......$66,7U0 $74,000 $418,400 $430,500 
Expenses.... . 46,800 44,700 297,300 413,700 








$116,800 


72.9 





Net earnings..$19,900 
Perc’t. ofexps. 70.2 

The decrease in October was due to the burning of tke 
bridge over the St. Regis River, by which traffic was inter- 
rupted. For the seven months there was a decrease of 
$12,100, or 2.8 per cent., in gross earnings; a decrease of 
$16,400, or 5.2 per cent., in expenses. and a gain in net 
earnings of $4,300, or 3.7 per cent. 


Ohio Central.—A dispatch from Columbus, O., Dec. 11, 
says: ‘‘The case of the Central Trust Co., of New York, 
against the Ohio Central Railroad Co., which was continued 
from a hearing at Cincinnation Nov. 15, was argued before 
Judge Baxter to-day by E. L. Andrews, of New York, for 
certain of the bondholders, and F. B. Swayne, of Toledo, for 
the Trust Co. The court room was crowded with interested 
parties from ali parts of the country, and quite a stir was 
created by Judge Baxter’s statement that he had continued 
this case till now to allow certain bondholders to show cause 
for the suits against the parties for diverting the funds of 
the company, and they had not doneso. He also explained 
the action of the court in West Virginia in appointing 
Thomas R. Sharp as Receiver of the railroad, and stated he 
had offered to consult with Judge Jackson regarding the 
matter and that statements to the contrary were false. He 
said that he would postpone the final action of appointing a 
Receiver until to-morrow and await Judge Jackson’s arri- 
val, but indicated strongly that the permanent appointment 
of the present Receiver wuuld be made and that this Court, 
having prior jurisdiction, had authority to place him in pos- 
session of the propercy in West Virginia and declare all the 
acts of Thomas R. Sharp, the Receiver appointed by Judge 
Jackson, including the issuing of certificates and other con- 
tracts, null and void. It is said that Judge Jackson will not 
come and that J. E. Martin will to-morrow be appointed 
permanent Receiver of all the Ohio Central property.” 


$29,300 $121.10) 
30.4 71.1 


Obio & Mississippi.—Receiver Douglass reports to 
the Court as follows for November : 











Cash on hand, Nov. 1. ... ..... . $105,108 
Receipts from all sources .... .........66. 0 60 eee eee . 545,327 
RR bs kaw catsadan 1)! VmseGdeed dv dathoaned . $650,435 
Vouchers, pay-rolls, coupons, €tC........... cee. cece eevee 529,089 
ce ee A ee eS i 


The receipts exceeded the disbursements by $16,238 for 
the month. 

Oregon Railway & Navigation Co.—This com- 
pany’s statement gives the following figures for November 
and the five months of the fiscal year trom July 1 to Nov.30: 





——-November.--—— -——-Five months.——\ 

1883. 1882. 1883. 1882. 
Earnings... ...... $605,500 $469.727 $2,811.954 $2,467,161 
Expenses... ....... 319,400 223.701 1,385,250 1,119,323 
Net earnings ....$286,000 $246,026 $1,426,704 $1,347,838 
Per cent. of + xps.. 52.8 47.6 49.3 45.4 


For November the increase in gross earnings was $135,- 
773, or 28.9 per cent.; in net earnings, $39,974, or 16.2 per 
eent. For the five months the increase in earnings was 
$344,793, or 13.9 per cent., and the increase in expenses 
$265,927, or 23.7 per cent., leaving a gain in net earnings 
of $78,866, or 5.9 per cent. 


Pennsylvania. — The Philadelphia North American 
says: ‘Owing to the rapidly increasing passenger traffic 
of the Pennsylvania Railroad and the anticipated early 
completion of the Schuylkill Valley and Chestnut Hill 
branches, it has been decided, it is understood, to increase 
the accommodations at the Broad street station at an early 
day. Assoon as the weather will permit in the coming 
spring the work of extending the station southward to 
Market street will be begun. Tbe southern wall of the pres- 
ent building will be torn out, and the entire block between 
Fifteenth and Merrick streets to Market will be covered in 
to the station, and will be used for passenger service. At 
the same time work will be begun on the old passenger sta- 
tion at Thirty-second street for the purpose of changing it 
into a general freight depot.” 

It is reported that this company will anticipate the com- 
petition of the South Pennsylvania road by building an ex- 
tension of its controlled Cumberland Valley line along the 
route projected many years ago across Southern Pennsyl- 
vania to a junction with its Southwest Pennsylvania Branch 
near Uniontown, on a line somewhat less direct than the 
South Pennsylvania, but much easier to build. This exten- 
sion would give the company a loop or second line between 
Harrisburg and Pittsburgh which could be used for through 
business, and which, it is said, would be somewhat shorter 
than the present main line. 


Pennsylvania, Slatington & New England.—The 
personal property of this pomeeey has been sold at sheriff’s 
sales in Pennsylvania and New Jersey to meet numerous 
judgments for wages and other small debts, and work on 
the road has been entirely stopped. A late dispatch, how- 
ever, says that the company has succeeded in making a loan 
sufficient to meet its floating debt and redeem the property. 
and that arrangements are in progress to resume work. 


Peoria & Northern.—This company has been organized 





to build a railroad from Peoria, Ill., to Madison, Wis. It is 
a revival of a very old project. 


THE RAILROAD GAZETTE. 


[DECEMBER 14, 1883 


Pittsburgh, Cincinnati & St. Louis.—The. headings 
from each end of Gould’s Tunnel on thisroad have met 
about 1,000 ft. from the westendofthetunnel. About 
700 ft. of the bench or bottom remain to be taken out to 
complete the tunnel, which will be about 3,000 ft. long, and 
is built for double track. Its completion will shorten the 
road about three miles, besides cutting off a section of the 
road which is difficult to maintain and hard to work on ac- 
count of its sharp curves. 


Pittsburgh, Cleveland & Toledo.—Track is_re- 
ported all laid on this road from New Castle Junction, Pa., 
by way of Youngstown and Leavittsburg to Akron, O.,a 
distance of 80 miles. The ballasting is in progress, and it is 
expected that the road will be open for edaies early in 
January. Arrangements are being made torun through 
trains between Pittsburgh and Cleveland, using the Pitts- 
burgh & Western from Pittsburgh to New Castle Junction, 
and the Valley Railroad from Akron to Cleveland. The 
distance between Pittsburgh and Cleveland by this line is 
175 miles, or 25 miles more than by the Cleveland & Pitts- 
burgh road. 


St. Louis, Hannibal & Keokuk.—This company ex- 
pects to have the extension of its road from Gilmore, Mo., 
to the Missouri River, 15 miles, completed early pext_sea- 
son. South of the Missouri the extension of the Forest Park 
& Central road from St. Louis, which is to be used by this 
road, bas been graded and is now all ready for the rails. This 
extension is 16 miles long, and track will be laid on it next 
season. 


St. Paul, Minneapolis & Manitoba.—The Sauk 
Centre & Northern Branch is now completed to Eagle Bend, 
Minn., 11 miles northward from the late terminus at Brow- 
erville, and 37 miles from the starting-poivt at Sauk Centre. 
This branch runs into a lumber district. 


South Florida.—On the extension of this road to 
Tampa the track is now laid from Kissimee, Fla., west 20 
miles, and work is progressing rapidly. On the western 
end track has been laid from Tampa east to Plant City, 21 
miles, leaving a gap of about 25 ais to be filled. 


South Pennsylvania.—Work has been begun at the 
Kittatinny Tunnel on this new road, near Roxbury, Pa., 
and the first track has been laid there by the contractors. 
It is, however, only a temporary track, which is to be used 
in carrying earth and rock from the approaches and the 
tunnel to a long fill close by. This tunnel will be 4,350 ft. 
in length, and the Blue Mountain Tunnel, which is only 800 
ft. distant on the opposite side of the deep and narrow 
Gunter’s Valley, will be 4,760 ft. long. Arrangements are 
being made by the contractors to work night and day on 
the two tunnels, but it will take two years, probably, to 
complete them. . 


Toledo, Cincinnati & St. Louis.— Mr. John Felt Os- 
good, Chairman of the bondholders’ committee, has issued 
the following circular to the bondholders : 

‘*The Receiver now being in possession of the entire sys- 
tem of railroad, but acting to your disadvantage under two 
judges, it is uow proposed t» consolidate the bonds of the 
different branches so as to form two systems under one re- 
ceiver, and so avoid all conflict of opinion between the 
courts of different jurisdiction, and thus assist the neces- 


sary issue of receivers’ certificates for the proper 
operation of the road. immediate action is peremp- 
tory, in order to prevent threatened speedy fore- 


closure of the different branches, and consequent breaking 
up of the whole system, whicb, however, can be prevented 
by the conciliatory actioh of a committee, duly empowered 
to act and decide for the bondholders, and it is therefore 
proposed that each division shall select three persons, who 
together shall form a general committee, who shall appoint 
a sub-committee in whose favor proxies duly em- 
powering them to act for you will be solicited at an early 
date. The proposed consolidation of bonds is necessary in 
order to effect a sale of receivers’ certificates, as they would 
be entirely unsalable if issued upon the several branches, 
but such disposal of the first mortgage bonds will notin any 
way affect the income bonds or common stock.” 

The pian advised is said to be to consolidate the bonds 
into two systems. one undereach judge, and keep.the road 
under one receiver until the net earnings are sufficient to 
pay interest on the new issue of a first mortgage, when it is 
proposed to consolidate the two systems into one, and take 
the road out of the receiver’s bands. Then issue the neces- 
sary first-mortgage bonds underlying all others, and leave 
the consolidated bonds and incomes and stock as they are, 
The incomes on the different divisions would, it is said, be 
wiped out upon foreclosure and sale under first mortgage of 
the same division, but the common stock, covering the 
whole system and branches, reverts upon sale of one branch 
to the remainder, and cannot be wiped out until the last 
mile of the road has been sold. 


Topeka, Salina & Western.—The grading on this 
road is now completed from Council Grove, Kan., westward 
to Hope, 20 miles, and track laying has been begun at 
Council Grove, 


Union Pacific.—This company’s statement for October 
and the ten months ending Oct. 31 is as follows, the earn- 
ings and expenses of the leased lines being included : 





——--— October.—_-——. ——-—Ten months.—_——, 

1883. 1882. 1883. 1882. 
Earnings ....... $3,060,409 $3,109,506 $24,611,697 $25,093,005 
Expenses....... 1,720,443 1,502,564 13,224,770 13,005,867 
Net earnings.$1,339,966 $1,606,942 $11,386,927 $12,087,138 
Per cent. of ex. 56.2 48.3 53.7 51.8 


This shows for the ten months a decrease of $481,308, or 
1.9 per cent., in gross earnings, with an increase of $218,- 
908, or 1.7 per cent., in expenses, the result being a de- 
crease in the net earnings of $700,211, or 5.8 per cent. 


Wabash, St. Louis & Pacific.—Surveys are being 
made for an extension of the Jerseyville Branch of this 
road from Jersey Landing, IIL, through Alton to Mitchell, 
on the St. Louis Division. This will complete a second, or 
loop, line between Springfield and Mitchell. 


Western Union Telegraph.—At a meeting of the 
board in New York, Dec. 12, the following statement was 
presented for the quarter ending Dec. 31, December earn- 
ings being estimated: 


SGI, ORG, Di is. oho ede cciveborhs ccnctbiantncss goers $3,841,715 
Net earnings for the quarter...... ...... .. 1,750,000 
UE Sah clei 8.56 kn cae cteUNa WEN S 0055 aEGeA Rane hy ¥0 66 $5,501,715 
Interest and sinking funds......... 6. ces-seeeeeeeeeeee 126 
NA ETOCD. Oe TE PR ee eee $5,465,295 


On this showing the usual dividend of 184 per cent. for the 
quarter was declared. The dividend will require $1,399,785 
for its payment, leaving a balance of $4,065,510 at the close 
of the quarter. 


Wyoming, Yellowstone Park & Pacific.—This 
company bas been organized to build a railroad from Chey- 
enne, Wyoming, on the Union Pacific road, to a point-on the 





southern boundary of the Yellowstone National Park. 





